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The Master Mechanics’ Convention. 





The twenty-sixth annual convention of the Master 
Mechanics’ Association began at Congress Hall, Sara- 
toga Springs, Monday of this week. President R. C. 
Blackall called the meeting to order at 9:30a.m. The 
President of the village of Saratoga made an address of 
welcome. This was followed by the presidential address 
of Mr. Blackall. 

Mr. Blackall said that the membership had increased 
109 in number since the last meeting, making a total 
now of 683. He spoke in general terms of the work of 
the year in the motive-power department, saying that it 
had been marked by common-sense methods in reduc- 
tion of weight of reciprocating parts, in rating loccmo- 
tives on tonnage basis, in more accurate accounting for 
coal consumed and ‘general relegation to the rear of 
such methods as figure a little and then guess at it.”” He 
said that the true keynote of economy will be found in 
bettering the condition of the men under the charge of 
the motive power officers. 

One subject demanding attention is the relative effi- 
cie cy of coaland the methods of determining it. He 
spoke in complimentary terms of the work of the rail- 
road clubs and of the work done at the Purdue Univer- 
sity. 

The Secretary’s report mentioned the fact that it is 
difficult to find students among sons of railroad men to 
fill the Association’s scholarships at the Stevens Insti- 
tute. One has entered the Stevens preparatory school 
and twoare in the Institute. The preliminary examina- 
tion seems to be too formidable for most of the young 
men and the Association has lost five school years for 
want of students. It seems desirable that the Associa- 
tion should ascertain if a change cannot be made, which 
will enable the sons of all railroad men to enjoy the 
benefits of these scholarships. 

With regard to the standard decimal gage for tubes, 
wire, etc., the Secretary said that he had corresponded 
with all the railroads in this country and Canada urg- 
ing the adoption of the gage and 67 companies had 
agreed to adopt it, and most of them have begun to order 
it. The Pratt & Whitney company will make the gages 
if the purchase of 500 is guaranteed. 

The report of the Treasurer showed expenditures of 
$3,566.58 and a balance on hand of $813.34. 

An auditing committee was elected, namely, Messrs. 
Setchell, Barr and McKenzie. 

Further report of this convention must be postponed 
until our next issue as we are this week obliged to give 
up a great deal of space to the report of the Master Car 
Builders’ Convention. 








Axle and Journal Box for 80,000-Lb. Cars. 





The M. C. B. Committee on Axle, Journal Box. Bearing and 
Wedge for Cars of 80,000-lb. Cavacity consisted of Messrs. 

D. Nelson, J. H. Rankin, a Gibbs. William Forsyth, 
John Hodge, J. E. Simons and F, W. Chaffee. 

Ap abstract of the report follows: The plan of the re- 
port is to discuss first theoretically the matter of strains 
in the axle, in which is included from practical infor- 
mation the important element of vertical oscillation on 
the springs. he question of fiber stress is then consid- 
eced, and following this is a discussion of the journal 
proportions from the standpoint of friction and lubrica- 
tion. Conclusions having been reached under these 
heads the design of the axle naturally follows, with 
specifications for the material to be used. 

While it is a simple mathematical problem to design 
an axle of proper strength to support the load while the 
car is standing still, the problem becomes greatly com- 
plicated when the forces which come into play with the 
car in motion are taken into consideration. 

In a general way it may be stated that for the static 
load only, the axle would be straight between the wheels, 
bu iwhen other forces are considered, the principal of 


which is that due to pressure against the flange of the 
wheel while passing around curves and through switches, 
the axle becomes larger at the hub and tapered toward 
the center, in order to resist these additional strains. 

There are available two general methods which give 
fairly satisfactory solutions of the problem. They are: 
The graphical method devised by F. Reuleaux, and the 
method developed by A. Wohler, Chief Engineer of the 
Prussian State Railroads. 

But before proceeding to apply either of these methods 
it is first necessary to determine what amount of hori- 
zontal force, caused by curves, switches and wind pres- 
sure, should be allowed. For this 40 per cent. of the 
static load is assumed asa maximum, this being very 
nearly sufficient to overturn a car whose center of 
gravity is 6 ft. above the rails. 

Besides considering the horizontal force, in order that 
the results obtained should be of much value, itis also 
necessary to include the force due to vertical oscilla- 
tion. 

Wohler states, from his experiments with four-wheel 
cars on the Prussian state railroads, that the weight on 
the jcurnal is increased three-eights by the force due to 
vertical oscillation. As this was determined by experi- 
ments on four-wheel cars and on railroadsin Prussia, the 
committee endeavored to confirm this figure by experi- 
ments on American railways, and with eight-wheel cars. 

The method employed was as follows: A car fitted 
with Fox trucks was selected, the box springs taken out, 
and each carefully calibrated to show the force neces- 
sary to compress it each one-eighth of an inch from the 
height of spring free to the spring when down solid, 
Each spring was then fitted with a simple recording ap- 
paratus intended to register the maximum compression 
of the spring in inches, and the springs were replaced in 
the trucks. 

The car was a box car of 60,000 Ibs. capacity, and was 

loaded to 67,800 lbs., the result being that 94,352 Ibs. was 
the weight above the springs, giving 23,588 as the weight 
on each axle, or 11,794 lbs. on each spring, due to static 
load. 

This car was thenrun from Renoyo. Pennsylvania, to 
Canandaigua, New York, over the lines of the Pennsyl 
vania Railroad, and back to the starting point, a dis- 
tance of 398 miles. The springs were then removed and 
again calibrated, in order to check the former figures 
found, made before the car was started. 

‘the maximum compression on one spring by this ex- 
periment was 23,4(3 pounds. This is not necessarily the 
actual vertical oscillation, but it may be considered as the 


maximum vertical oscillation when the horizontal force : 


is taken as a maximum. Making this assumption, calcu 
lation gives 18,573 pounds as the maximum compression 
on one spring due to the horizontal force and the static 
load. This leaves a difference of 4,830 pounds, equal to 
41 per cent. nearly of the static load on each journal, 
which was 11,794 pounds. As formerly stated, Wéhler 
found by experiment that the force to vertical oscillation 
was ¥ or 37.5 per cent. of the static load on each jour- 
nal, so that the amount as found in the experiment 
made by the committee agrees closely with his results. 

In the application of the data determined above to 
find the forces acting upon a car axle, besides employing 
the graphical method of Reuleaux, Prof. A. J. DuBois, 
of the Sheffield Scientific School, worked the mattter 
out analytically, arriving at the following formule, 
upon which the diagram of Reuleaux is based, for the 
moments producing stress in the axle: 

Iv Ah, 
M= (— +— je 
2 t 








— 
wb Hh W Hh 
M= — — («— b) + ee ae — — — 
2 m l m 
h, tan a 
when x>b,x7<b+m 
W Hh, 
=(———")x 
2 L 


when «> b+ in which « = any distance, from the point 
on the journal where the load is assumed to act, along 
the axle. 

W = the total vertical pressure on the axle, including 
allowance for vertical oscillation. 

H = horizontal force caused by curves, switches and 
wind pressure. 

h = height of center of gravity of car above top of 
rails. 

h, = height of center of gravity of car above center 
of axle. 

h, = height of center of axle above top Of rails. 

1 = length of axle between points of application of 

total load W. 

m = distance between centers of rails. 

6 = distance from center of rail to point where load on 
journal is assumed to act. 

a = the angle of the face of wheel tread with the hori- 
zontal, 

By these formule, the moment producing a stress in 
any cross section of the axle can be computed. Then by 


the common formula 
3 
S y/ M 
~V 0982 f 
in which 
d = diameter of axle in inches, 
M = moment in inch pounds, 


f = fiber stress of the material in pounds per square 
inch, 


we can find the diameter for the corresponding cross- 
section. 

Wohler by his method, which isa mathematical con- 
sideration of the strains in the axle, based largely upon 
experimental data obtained with four-wheel cars on the 
Prussian railways, takes first the moments of each 
of the forces acting upon that portion of the axle lying 
between the wheels; hethen adds these moments to- 
gether, their sum giving the total of the moments acting 
upon that part of the axle lying between the wheels. 

As a result of this method he arrives at the formula 

mM=.16W6+" psi953r +H 
32 yW 4 
which is the sum of the moments acting at the hub. 

For the center of the axle the same forces are taken, 
allowing, however, one-half of the value of the moments 
producing pressure against the flange. The formula for 
the center of the axle is therefore 

M= 106 Wd + Le +35 (19.53 VW 4 
the notation in both cases being 

W = the total weight of the car and lading, exclusive 
of the wheels and axles. 

6 = the horizontal distance from the center of the rail 
to that point on the journal at which it is assumed the 
weight is concentrated. 

r = the radius of the wheel. 

H = the force exerted by the wind against the surface 
of the car body. 

From the results obtained by the last two formule, 
the diameters at the hub and at the center may be cal- 
culated by the formula 


H 
5 


3 M 
= WV <0082 re 
where M = the moment of the force, 
Sf = the fiber stress, 
d =the diameter of the axle, 
in the same way as before. 


In regard to the formule of Wéhler, it is said that the 

term 
19.537 VW 

which is the moment of the force due to side pressure 
against the flange, when the car passes around a curve, 
and also the term 

Ww 

_—-— t; 

32 
the moment due to the force transmitted to the axle by 
the side pressure when passing around a curve, due to 
the friction on the rails before the flange comes in con- 
tact with the rail, are both the result of experiments on 
the Prussian railroads, and could not be confirmed by 
the committee. 

In the general formule above referred to the commit- 
tee has taken into consideration all the forces acting 
upon that portion of the axle lying between the wheels, 
except the force due to impact or percussion between 
the journal and the box with its contained parts. This 
latter is confined entirely to the journal and that por- 
tion of the axle lying outside of the wheel, and is not 
communicated to that part of the axle lying between 
the wheels, because in order to have any force applied 
at the journal produce a bending of that portion of the 
axle lying between the wheels, it is necessary that the 
part of the wheels in contact with the rails should 
move toward each other, and that the tups of the 
wheels should at the same time move away from each 
other. The resi tance to this movement would be the 
inertia of the mass of the wheels themselves and also 
the friction of the wheels when sliding inwardly on 
the rails if such movement took place. he force of 
impact would not take place over a sufficiently long 
interval to allow any effect upon the axle between the 
wheels. 

Wohler states that the portion of the axle lying out- 
side of the wheels can only be determined from practical 
considerations. 

Axles of good material never break in service at a 
single blow; even in a wreck such axles will be found 
bent. Breakage may occur, however, as the result of 
poor material, bad design in respect to shape, the spread- 
ing of an initial crack, or from repeated applied stresses, 
above a safe limit in magnitude. 

The various stresses to which a revolving axle is sub- 
jected, except those due to accidental shock, result in 
repeated reversals of load upon the fibers of the material, 
alternately compressing and extending the same. 

The evidence to be obtained from the study of authori- 
ties upon this subiect and from experience would ap, 
pear to establish the fact that a bar of iron or steel when 
subjected to repeated reversals of a stress somewhat be- 
low the elastic limit of the material, as determined in 
the testing machine, will ultimately fracture in such 
service. 

Wohler found that the outer fiber stresses, where the 
strains alternated between tension and compression, 
might be safely taken as 17,000 lbs. per square inch for 
iron and 23,000 Ibs. per square inch for steel, without 
limiting the life of the bar, but if the stresses exceed 
these limits, fracture would always occur if the number 
of repetitions of stress were sufficient. 

From all evidence it seems reasonable to conclude, that 
a material will not be injured if strained repeatedly any 
amount within its natural elastic limit; that the so- 
called ‘ fatigue of metals ’’ may be noticed if strains are 
in’ excess of this natural elastic limit, and still within 
the elastic limit as ordinarily determined ; that there is 
a possibility of the natural elastic limit being exceeded 
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at points locally within the structure’of a;large mass {by 
a moderate total strain, thus starting local cracks which 
will extend to the ultimate destruction of the piece. 

The committee believes that the above conclusions 
will apply without danger of serious error to the struc- 
ture of a railway axle and within the limit of life of such 
axle, for there seems to be no evidence to show that 
when the fiber stresses are kept below the natural elastic 
limit, any apparent change in the structure will occur 
before the axle is condemned by reason of being worn 
out at the journals. 

As to the effect of temperature, it seems to be pretty 
well established that the effect of ordinary atmospheric 
changes of temperature, say, from 20 deg. be- 
low to 120 deg. above zero Fahr., upon the physical 
properties of iron and steel, are slight and unim- 
portant when stresses are applied without shock. 
But the effect of a change of temperature upon the abil- 
ity of these metals to resist shocks is not so definitely 
known. 

Experience in this country shows that few, if any, 
more axles are broken in cold weather than in warm, 
and it is reasonable to assume that the greater rigidity 
of the road-bed in winter would fully account for any 
greater percentageof breakage in that season than in 
summer. Carefully kept records of axles broken or bent 
in this country show that no larger number of axles 
failed in the colder months than in the warmer ones. 

The committee consequently offers.the opinion that 
temperature need not be taken into account in determin- 
ing the design of an axle; but that with more definite in- 
formation it may be advisable that certain limits for var- 
iation of temperature should be established as standards 
for use in testing axles under the drop. 

Coming now to the allowable fiber stress, the com- 
mittee says that if its foregoing conclusions are ac- 
cepted, it follows that a design of an axle which, under 
all conditions of repeated straining, keeps the fiber stress 
within the natural elastic limit of the material, will be 
asafe one, so far as danger of breaking is concerned. 

It has been stated that Woéhler found that for an un- 
limited number of reversals of strain, the fiber stress 
may safely be taken at 17,000 lbs. per square inch for 
iron and 23,000 lbs. per square inch for steel. But as his 
experiments were made with small specimens, and as 
axles are subjected to various stresses, apparently not 
included in his investigations, it would seem best to 
look into the fiber stress of axles inservice and see what 
can be learned. The method of Reuleaux, already given, 
can readily be utilized to determine the fiber stress of 
any given axle. It is only necessary to find the mo- 
ments and from the actual diameters find the fiber stress 
by a change in the formula already given for finding the 
diameters when the fiber stress is known. 

The committee has followed this method for axles 
already in use, where they have been in service a num- 
ber of years, and where the number of axles has been 
sufficient to justify safe conclusions by such an analysis, 

Taking the fiber stress calculated in this way it was 
found that a large number of axles had broken where 
the fiber stress was 28,000 lbs. Where the fiber stress was 
23,000 Ibs. and less, the records show that axles have 
been practically free from failure by breaking. 

It is important to note this fact, because some writers 
have based theirdesigns upon considerations of static 
loads only, and naturally, for the same design, their al- 
lowed fiber stress would be a great deal less than the 
figures given above. 

The committee has concluded, therefore, that if the 
new axle is designed, using the strains as found by 
Reuleaux’s method, and if a fiber stress of 22,000 Ibs. per 
square inch is taken for the portion of the axle between 
the wheels, and the material provided in the specifica- 
tions is used, a safe design will be the result without 
much surplus material. 

Concerning the fiber stress in journals, this portion of 
the axle is subjected to strains of a more complicated 
nature, and the results of experience will be the safest 
guide. 

From an examination of the fiber stress in journals 
which have broken and which have not broken, it is 
concluded that, for the diameter attained when the 
journal is worn to its limit, the fiber stress for static 
load should not exceed 11,500 lbs. per square inch, It 
would be safer to keep it close to 10,000 Ibs. per square 
inch, which figure has been adopted for the diameter 
when it has reached the limit of wear. 

The Journal—Friction and Lubrication. 

Considering the proportions of the journal with re- 
spect to friction and lubrication, the principal figure de- 
sired is the maximum pressure per square inch which 
can be placed on freight-car journals without undue 
friction, wear of bearing and liability to heat. 

Laboratory experiments made in this country and 
Europe do not give any satisfactory data on this subject, 
and we ‘are compelled to assume that the 41¢x8-in. 
journal is satisfactory for cars of 60,000 capacity, and de- 
termine from this the pressure per square inch to be al- 
lowed on the new journal. The fact that bearings run 
some time before they increase the bearing surface to 
double the amount assumed, leads the committee to be- 
lieve that it would be safe to proportion a car journal 
for a load of 600 Ibs. ber square inch. 

In its calculations the committee assumed the prob- 
able maximum conditions for concentration of the load 
on journal, which would be when the collar of the 
journal is worn to 1g in. in thickness from contact with 
the brass and the brass worn off °{ in. on the end next to 
the collar of the journal, This occurs when the hori- 


zontal force previously explained is at its maximum, 


Design of Axle—Reuleaux’s Method. 

Having prepared the general methods to be followed 
and determined the necessary data, the committee next 
passes on to the design of an axle for 80,900-lb. capacity 
car, first making the following necessary assumptions 
for the probable weights of the parts: 








Gondola Car. 
Weight of body and trucks............... sath wrateiogstes 35,600 lbs. 
BOE so ouces -'S, boaameccs +. 80,060 ** 
20 per cent, additional lading.............. 16,000 *‘ 
131.600 ‘‘ 
Deduct weight of wheels and axles...... aeons iabwane 7,600 ** 
124,000 “ 
or 31,000 lbs. per axle. 
Refrigerator Car. 
Lys — DE DONG ANG THORS sis ssc, escccase wcssourscn poeoed .600 Ibs, 
ORION. Sonwnsskenchueiet eae sso piaraleis ouch easels BY 
10 per cent, additional lading..........c.cccscccesceces 8, 000 ae 
131.600 ‘* 
Deduct weight of wheels and axles.... ..........00+. 7,600 “ 
124,000 ‘* 


or 31,000 lbs. per axle. 

The axle recommended by the committee is therefore 
designed to carry 31,000 lbs., including body, trucks and 
lading. It should be distinctly understood that the axle 
recommended is to carry this weight as the sum of the 
weights of the car body and trucks and lading when 
using 33-in. wheels. 

As the result of their calculations by Reuleaux’s 
method, they arrive at these figures: 6.21 in. for the 
diameter of the axle at the hub, and 5.30 in. for the 
diameter of the axle at the center. 

From the following table, which shows a comparison 
of the moments by the two methods, it will be seen that 
the diameter calculated by Wéhler’s method would be 
somewhat smaller than those determined above. 

Metin, at Moment at 


center, 
PEUIORUE,. 5s0cwewesachnssastinscunes 00000 0e0.dh7y300 321,957 
WDE OE 6: cata wersncadecackacnesneaeros 77413, 389 346,442 


As the method devised by Wohler contains several ele- 
ments, based upon experimental data obtained on the 
Prussian railways, and as it is not possible at this time 
to say how far such data is applicable to the conditions 
on American railroads, it is concluded that the method 
of Reuleaux does, in a general way, give a more satisfac- 


of the axle must be 5in. When an axle is tested it must 
be so placed in the machine that the tup will strike it 
midway between the ends, and it must be turned over 
after the first and third blows. After the first blow the 
deflection of the axle under test will be measured in the 
manner specified here below. 

7. It is desired that axles, when tested under the drop 
as specified above, should not deflect more than 51¢ in. 
after the first blow, and should stand five blows without 
rupture or fracture in any way. 

8. Axles will be considered to have failed on physical 
test and will be rejected, if when tested under the drop 
as specified above, they rupture or fracture in any way 
as a result of five blows from a height of 43 ft., or if the 
deflections after the first blow exceed 6)¢ in. 

9. Axles will be considered to have failed on chemical 
test and will be rejected, if the analysis of the borings 
taken as above described gives figures for the various 
constituents below outside the following limits, viz.: 


Carbon....... . below 0.35 per ween or above 0.50 per. cent. 
REEMUERNIDAD 5 «:c1s:sisn'o sicis casiciea sees taice spe cees 0 60 
PGE NOINIGs 0c siciasiiens- oe xte) ecanke sea seesios * CF - 


Specifications for Iron Axles. 

All axles must be cut off and faced to exact lengths, 
and be centered with 60 degree centers. Axles must be 
made of double-worked fagoted scrap, 80 lbs. of new bar 
iron worked into the center of the axles being allowed 
if desired. Axles must be well hammered and free from 
any clearly defined open seams. They must finish in the 
lathe with journal free from flaws in the shape of holes, 
pieces shelled out, or open seams large enough, so that 
with a knife blade scale or dirt can be removed from 
such seams, or open seams showing a clear opening of 
go-In. or over, and being more thanlin. long. The 
maker’s name, or initials, must be stamped plainly on 
each axle. 

For each 100 axles or fraction thereof ordered one addi- 
tional axle must be furnished for test. This axle will be 
selected at random from the pile and subjected to the 
prescribed drop test for iron axles of its class. If it 
stands the test the 100 axles, or fractional part thereof 
that it represents, will be inspected, and only those ac- 
cepted that are made in a workmanlike manner and are 
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Proposed Standard Axle for 80,000-lb. Cars. 


ments as obtained by his method were employed for 
finding the requisite diameters of the wheel seat and 
center. 

Aale Specifications. 

As tothe material to be used in this axle, it is evident 
that in specifying iron or steel, these materials of known 
qualities must be employed in order to produce an axle 
of proper strength. 

The committee recommends the following specifica- 
tions for axles of this design : 

Specifications for Steel Axles. 

1, Axles will be ordered not less, than 100 on one order. 
All axles must be made and finished in a workmanlike 
manner, and must be free from cracks or seams or 
flaws which can be detected by the eye. All parts must 
be rough turned, except the collars immediately back 
of the wheel-seats between the wheels. 

2. Allaxles must be made of steel, and the material 
desired has the following composition : 


APRONS i csscacel peeniceseaneastnmes pekaansaicwe Seems . 4 per cent. 
Mar.ganese, not above... cccccccccccescccccsseccesis 

BITRCOM v5 6:0 5: 8ieei0ns's0:ci0eln's 4 sine S20 eise tes sbeesteeeseese 0. os . 
Pbosphorus, not above......... Saabasaees . 0.05 
Salpbar, NOC RUGVE. 2.c.ocescseeee sacs S 6 sicveaccced 0.04 “ ae 


3. All axles must conform in sizes, shapes and limit- 
ing weights to the requirements given on the order or 
print sent with it. The rough turning must be done 
with flat-nosed tool in such a way as to leave the surface 
free from ridges; and in centering them 60°’degree cen- 
ters must be used. 

Not less than thirty axles from any one heat having 
passed the foregoing inspection, the inspector will select 
from each pile or heat one axle at random and subject 
it to the physical test prescribed for such axles as may 
be under consideration. If the test axle fails to fill 
the physical requirements, all the axles from that heat 
of steel will be regarded as rejected, and none of them 
will at any time be considered again. Borings for 
analysis will be taken by means of a %-in. diameter Grill, 
acting parallel to the axis of the axle, and starting with 
its center in the last described prick punch mark. The 
borings will be analyzed in accordance with standard 
methods. 

6. All axles will be tested physically by drop test. The 
testing machine must have these essential parts. The 
points of supports on which the axles rests during test 
must be three feet apart from center to center; the tup 
must weigh 1,640 lbs.; the anvil, which is supported on 
springs, must weigh 17,500 lbs.; it must be free to move 
in a vertical direction. The radius of supports and ef 
the striking faee on the tup in the direction of the axis 


axles received are subject to rejection if they do not 
finish in the lathe in accordance with the requirements 
herein given. Axles will not be accepted if the diameters 
fall below the dimensions for forged sizes given in the 
blue prints or if exceeding those dimensions by more 
than in. Caraxles in the rough must not have less 
than the prescribed minimum weight, nor more than 
the prescribed maximum weight for axles of their class. 
Axle Drop Test. 

All axles will be tested physically by drop test. The 
testing machine must have these essential parts: The 
points of supports on which the axle rests during test 
must be 3 ft. apart from center to center; the tup must 
weigh 1,640 lbs.; the anvil, which is supported on 
springs, must weigh 17,500 lbs.; it must be free to move 
in a vertical direction. The ralius of the supports and 
of the striking face on the tup in the direction of the 
axis of the axle must be5in. When an axle is tested 
it must be so placed in the machine that the tup will 
strike it midway between the ends, and it must be so 
turned over after the first and third blows. After the 
first blow the deflection of the axle under test will be 
measured. 

It is desired that axles when tested under the drop, as 
specified above, should not deflect more than 5}¢ in. 
after the first blow, and should stand five blows without 
rupture or fracture in any way. 

Axles will be considered to have failed on physical test 
and will be rejected if when tested under the drop, as 
specified above, they rupture or fracture in any way asa 
result of five blows from a height of 2314 ft., or if the 
deflections after the first blow exceed 6 in. 

In both of these specifications it will be noticed that 
provision is made fora definite form of apparatus for 
the drop test. The difficulties with the form of appar- 
atus for the drop test heretofore used have been: First, 
the same drop produces less deflection in summer than 
in winter, due to the ground being softer at the former 
season, and hence there is more yielding or elasticity in 
the foundation of the anvil block: second, the possibility 
of manufacturers using a more elastic or yielding foun- 
dation in order to produce less shock upon the axle from 
the drop test; third, tests made with one machine are 
not comparable with those made on another, on account 
of the variation in the character of the founda- 
tions, 

The apparatus nroposed overcomes all of these objec- 
tions, as the anvil block rests upon springs and has at 
all times practically the same inertia, and the blow 
upon the axle produces the same force of impact, regard- 
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less of the character of the ground upon which it may 
be located. 

Concerning the employment of iron or steel it may 
be reasonably assumed that for iron axles it is impos- 
sible, even with the best material, to obtain uniformity. 
A test made of one axle out of alot does not, therefore, 
represent the quality of the lot from which it is taken. 

For steel axles the specifications submitted above will 
insure, within a reasonable probability, that the lot 
from which one is taken is fairly represented by the one 
axle tested. 

Furthermore, it is now almost impossible, or at least 
will be impossible within a short time, to obtain suffi- 


cient properly selected wrought scrap to insure axles of 


this material being of the quality desired. The use of 
steel for various purposes has become so universal that 


it is an impossibility to know, without altogether too 
elaborate an examination, that scrap material supposed 
to be iron contains no steel; and the presence of steel 


pieces in wrought-iron scrap used for axles will certainly 
produce an axle which will have points of dangerous 


weakness. 


In order to make clear the difference between an iron 
axle and one of steel, the following table shows the fiber 
stresses at the hub and center for the M. C. B. 44% x 8 
axle and the proposed axle with 5 x 9 journals, which 
are calculated for the static load only, and gives also the 
factor of safety based upon ultimate strength : 


























Hub. Center. 
| Factor of Factor of 
Fiber safety. Fiber safety. 
Stress. Stress. 
Steel. Iron. Steel./Iron. 
M.C. B 44 X8...... 6,582 | 11.39| 8 35 |! 10,331 | 7.26 | 5.32 
Proposed 5 X 9....... | 6,382 11.82 | 8.67 10,011 | 7.49 | 5.49 





In this table the factor of safety is based on steel of an 
ultimate strength of 75,000 lbs. per square inch, and iron 
of an ultimate strength of 55,000 lbs per square inch. 

The table shows for the factors of safety at the centers, 
that if the strength of steel is 100, then the strength of 
iron is 73.3. 

It must not be supposed that the factors of safety here 
given represent the actual margin of strength in the 
axle referred to. They are purely hypothetical factors 
of safety based upon only the strains due to static loads, 
and the actual factors of safety where all strains are 
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Fig. 2.—Interior of Vestibuled Closed Motor Car. 


considered will bemuch smaller. The table merely in- 
dicates the relative values of iron and steel. 
Designs for Azle. 

The plate gives the design of axle to carry 31,000 lbs. 

It will be noticed that the axle is cylindrical for a dis- 
tance of 3 in, at the center, in order to get rid of tke 
angle at the center, as indicated by Reuleaux’s diagram, 
The wheel seat is made 6% in. to provide in. reduction 
in fitting axles to wheels, an‘ ctill he above the theoreti- 
cal diameter, The fillet at ou‘er end of journal is made 
48 small as possible withuut getting a sharp corner, and 
still making it easy,to obtain, in ordinary shop practice 





The fillet at back end of journal is made large to pre- 
vent the rapid wearing toa small fillet at this part of 
the journal. 








Electric Passenger Cars. 


The Barney & Smith Car Company has just completed 
a contract fora large lot of electric passenger cars for 
the Mt. Clemens Interurban Line, running between De- 
troit and Mt. Clem_ns, Mich. 

Photograph No. 1 shows the exterior of the vestibuled 
closed motor car. These cars are 31 ft. 54 in. long over 


Some of the cars furnished are of a convertible open and 
closed summer and wintertype. These are 31 ft. 6% in. 
long over the body, 40 ft. 10 in. long over the nosepieces 
and 8 ft. 6 in. wide over the sheathing, and are of the same 
general design as the vestibuled closed motor car, except 
that the side windows are in one large light, and they 
have open platforms with folding gates at each side in- 
stead of the vestibule. 

Photograph No. 3shows the interior of one of these cars 
in its winter outfit, the seats being slatted with spindle 
backs, Wheeler ‘‘walkover’’ pattern, the inside finish be- 








Fig. 1.—Vestibuled 


the body, and 4! ft. long over all, being 8 ft. 6 in. wide 
over the sheathing. Both ends are vestibuled with doors 
on each side of the vestibule. The roof and hood are of 
the regular steam-car pattern. The side windows are 
double upper and lower light, the upper light being em- 
bossed glass. ‘The outside is sheathed with narrow 
siding straight up and down in the regular passenger 
car style. 

Photograph No. 2 shows the interior of the same car, 
from which it will be noticed that the car is seated with 
rattan-covered reversible seats of the Wheeler ‘“‘walkover” 
pattern, each car being equipped with four section 
tables. The end doors of the cars are the regular steam- 
car pattern, having two lights of glass, the upper light 
to drop for ventilation. The windows are equipped with 





























tapestry curtains on spring rollers and with automatic 
fixtures in the bottom. The cars are also equipped with 
basket racks. The ceiling is birdseye maple veneer, 
handsomely decorated, while the inside finish of the car 
is cherry, all the finish being of the most modern design. 
The cars ar2 heated with hot water circulating pipes 
from the Baker heater, the heater being located on the 
front platform of the car inside of the vestibule. One of 
the features of these cars is the trap door over the step 
inside on each platform. When the vestibule doors are 
closed the trap doors can be let down, forming a solid 
and safe floor over the entire vestibule. 
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Closed Motor Car 


ing ash and cherry’ with birdseye maple veneer head- 
lining, handsomely decorated. The most pleasing point 
of this car is the convertible feature. In converting the 
car to its summer use, the glass sashes in the windows 
are removed and also the solid wood panels below 
the windows, and in their places are put wire screen 
guards. ‘This convertible feature is very perfectly 
worked out in all its details, so that when the wood pan- 
els are in their places the cars are absolutely water and 
storm proof. 

All of the cars are mounted on the manufacturers’ 
standard Class “F” interurban motor trucks, and are 
equipped with the Hunt air-brake. All sills are heavily 
plated with steel, which makes them very substantial. 
The exterior of the cars is painted a bright vermilion 
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Fig. 3.—Winter Interior Convertible Trail Car. 


color and lettered and ornamented in gold, which gives 
a very striking appearance to these trains. 








Railroad Telegraph Superintendents’ Meeting. 





The fifteenth annual meeting of the Association of 
Railway Telegraph Superintendents was called to order 
by the President, M. B. Leonard (Chesapeake & Ohio), 
at 10a. m, Wednesday, June 17, at Old Point Comfort, 
Va. The following new members were admitted: J. B. 
Gee (Cleveland, Cincinnati, Chicago & St. Louis), W 
H. Lovekin (Toledo & Ohio Central), |H. A. Tuttle (Soo 
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Line), J. R. Michaels (St. Paul & Duluth), A. B. Taylor 
(West Shore), W. F. Williams (Seaboard Air Line). 
Reports were received from the Treasurer P. W. 
Drew, showing the association to be in a healthy financial 
condition. The Committee on Topics reported the fol- 
lowing papers: “Educating Operators in the Handling 
of the Switch Board,” by W. F. Packard (C., H. & D.): 
“Reduction of Relay Resistance,” by U. J. Fry (C., M. & 
St. P.):. “Highway Crossing Alarms,” by G. L. Lang 
(New England); ‘Telegraph Line Construction and 
Reconstruction,” by H. C. Hope (C., St. P., M. & 0O.); 
“The Telephone in Railroad Practice,” by W. W. Ryder 
(C..B & Q.). All of these papers brought out intelli- 
gent discussion extending through the two days of the 
session. The election of officers resulted as follows: 
President, G. M. Dugan (Illinois Central), Chicago; 
Vice-President, J. W. Lattig (Lehigh Valley); Secretary 
and Treasurer, P. W. Drew (Wisconsin Central), Mil- 
waukee, Niagara Falls was selected as the place of 
meeting in 1897. \ 








Missouri Railroad Commissioners’ Report. 





The twentieth annual report of the Railroad Commis- 
sioners of Missouri, H. W. Hickman, James Cowgill 
and Joseph Flory, has just been issued, six months 
behind time and nearly twelve months after the end of 
the year for which statistics are given. A considerable 
portion of the delay was due to the failure of railroad 
com panies to send in their reports. The length of rail- 
road in Missouri June 30, 1895. was 6,565 miles, being 39 
miles more than on June 30, 1894. The Commissioners 
present a comparative table showing some of the traffic 
statistics for 14 of the principal roads. The average 
receipt per ton mile for all the 14 roads was 1.017 cents 
and the average train load 156.43 tons. In 1895 the 
Legislature ordered this Board to appoint inspectors of 
watermelons in four counties and this inspection has 
proved ‘‘very satisfactory.’’ Statistics are given of the 
mileage, stock and debt, earnings, traffic, etc., of all the 
roads. The figures for Missouri are separated as far as 
possible, but some roads did not repert for Missouri 
separately, aud so the results are of but little value. 
Notes are given of inspections of physical conditions 
made by the Commissioners, and new laws relating to 
railroads are given in full. A large part of the book is 
taken up with notes of hearings and inquiries. 


Standard Automatic Brake-Slack Adjuster. 











The engraving shows the standard automatic brake- 
slack adjuster made by J. H. Sewell, of Worcester, Mass. 
It consists of two bars of cast steel and malleable iron, 
connected to the cylinder and piston levers. Thesmaller 
or adjuster bar is attached to the cylinder lever by a pin 
which is placed in the proper ratio from a similar pin in 
the fulcrum bar. The other end of the adjuster bar 
forms a guide within which the piston lever can move, 
the guide being retained in its relative position to the 
fulcrum bar by a small pin through the lever sliding in 
a slot on the under side of the adjuster bar. The larger 
or fulcrum bar is connected to the cylinder and piston 
levers At the same place and with the same pins usually 
employed to connect the ordinary tie rod, and has a bar 
with ratchet teeth sliding in a tube or casing, within 
which ure pawls made to engage the ratchet teeth as seen 
in the lower figure of the engraving. From the lower 
side of the adjuster bar and of the fulcrum bar are sus- 
pended two short levers, the upper part of which form a 
cam or eccentric. The inner side of the name plate is 
chambered as shown in the upper figure in the cut. 

When the brake is applied, the upper end of the cylin- 
der lever moves in the guide of the adjuster bar, trip- 
ping the locking device and compressing the adjuster 
bar enough to allow the brake to be fully applied. On 
releasing the brake, the lever travels back to the pin in 
the end of the guide, and 
provided undue slack has 
been present on application 
of the brake, the piston, on 
going home, will compress 
the fulcrum bar, the piston 
lever having the pin in the 
adjuster bar as a fulcrum. 
Should it be necessary to get 
slack for any other purpose, 
the small levers can be turned 
to a horizontal position and 
held there, thus raising the 
name plates and disengaging 
all of the pawls from each of 
the two ratchet bars, permit- 
ting the ratchet bars to slip 
out, creating the necessary 
slack for repairs. When 
these levets are released, 
they fall back to their nor- 
mal position by gravity, al- 
lowing, the name plates to 
drop andthe pawls to again engage the ratchet bars. 
After the first few applications of the brake the adjus- 
ter will have taken up all the undue slack and the piston 
travel will become the same as before slack was made. 








Stee! Cast Driving-Wheel Center. 





Among the exhibits at the Master Mechanics’ Associa- 
tion at Saratoga was an open-hearth steel cast driving- 
wheel center made by the American Steel Casting Co., 
Thurlow, Pa, The engraving shows two of the spokes 
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in the wheel which were twisted and distorted while the 


steel was cold. Although we cannot give results of 
tests upon this metal, the following values are given as 
Tesults of tests upon a cast-steel locomotive frame ex- 
hibited by the same company: Ultimate tensile strength, 





_ Steel Cast Driving-Wheel Center. 


70,000; elongation, 30 per cent.; reduction of area, 49 per 
cent. 








Bezer’s Motion Signal. 





Mr. Henry Bezer, the originator of the motion signal 
described in the Railroad Gazette of June 14 last, has 
put up three of his signals on the line of the Delaware, 
Lackawanna & Western, between Hoboken and Kings- 
land, N. J., and they have been in operation several 
months with very satisfactory results. 

We reproduce from our former description a sketch 
showing the construction of this signal and the manner 
of its operation. The radial lines, which give the appear- 
ance of a fan, indicate the signal revolving. The sema- 
phore blade is pivoted at its center upon an iron bracket 
fixed to the post at or nearits top. The blade is op- 
erated by an electric motor which is contained in a box, 
fixed to the bracket, of such shape that when the blade 
is at rest the box is concealed be- 
hind it. This box, made of iron 
and water tight, is 10 in. x8 in. x 
8in. ‘The three block sections 
(on the westbound track), one of 
which includes a drawbridge, 
are wired and connected up for 
a rail circuit, and the signals are 
automatically operated by this 
circuit. The opening of the cir- 
cuit by the entrance of a train or 
car upon any portion of the 
block section sets the electric 
motor into operation and causes 
the signal blade to revolve, 

nia about 10 revolutions a miuute, 
and this mofion is the all-clear signal. The blade at rest, 
in any position, indicates “ stop,” though the apparatus 
is so constructed that it always comes to rest in the hori- 
zontal position. To the engineman the language of the 
signal is, “If I am in motion you can be; if I have 
stopped you must stop.” 











Standard Automatic Brake-Slack Adjuster. 


The lamp has been arranged in a manner different 
from that shown in the engraving. Instead of being 
fixed so as to be intermittently obscured by the revoilu- 
tion of the blade in front of it, it is fixed upon a vertical 
spindle, supported by the box, in a position above the 
blade, and is moved by the turning of this spindle on its 
axis, thus making a flash light independent of the move- 
ment of the blade. Iwo opposite sides of the lantern 
have red glasses and the two other sides have white, so 
that the white light appears 20 times a minute. On 
first coming in sight of a signal at a distance one sees, of 


course, only the white light ; but on approaching nearer 
to it the red gradually comes in sight. 

In introducing the element of motion Mr. Bezer claims 
that, in addition to the signal not depending upon the 
responsive action of automatic mechanism to change it 
from the indication of safety to that of danger, he 
makes the best possible provision against a bad back- 
ground, and one of the signals which he has erected 
effectively illustrates the strength of this point. a dull 
brown building being the background and the color of 
the blade being red, not especially bright. Both the day 
and the night signals are obviously easily distinguiskable 


‘from all surrounding objects or lights. The night signal 


cannot be confused with city lights, and the question of 
color blindness is wholly eliminated. Mr. Bezer reports 
very favorable op'nions from the enginemen on the 
Lackawanna road. This is a fact peculiar'y favorable to 
the device, for it is evident from the radical difference 
between this signal and all other block signal apparatus 
used in this country that a runner’s opinion must be in- 
telligent. He cannot well misconceive the differences 
between this and other signals, or the reasons for them, 
#nd his opinion would naturally be pretty decided one 
way or the other. 

Mr. Bezer has the signals of adjoining blocks inter- 
locked in the way described in his prospectus, quoted 
from in our former article; that is, any signal, when in 
condition to give the all-clear indication, locks in the 
stop position the signals each way from it. Thus signal 
C cannot give the all-clear indication until signal B has 
gone to danger. With this arrangement he does away 
with counterweights. All the signals stand normally at 
danger, the circuit operating the signal being never 
closed by the track-circuit relay except when a train has 
approached within one block section. 

Mr. Bezer uses a storage battery, witha primary bat- 
tery constantly charging it. Thus the primary may be 
entirely exhausted without disabling the signal, and 
the accumulator furnishes sufficient reserve power to 
give ample time to renew the primary. Both primary 
and secondary are non-freezing and need not be sunk in 
deep wells. 

Mr. Bezer’s address at present is Kingsland, N. J. 








A Heavy Bar Shear. 

The cut herewith illustrates the No. 5 Heavy Bar Shear 
made by Hillis & Jones Co., of Wilmington, Del. It is 
intended for general shearing of flat, round or angle 
bars. The general type is of the guillotine frame con- 
struction, in which the metal is placed so that it takes 
the direct strain to the best possible advantage. The 
sliding head on this machine, being unusually heavy, is 
counterbalanced by means of a cylinder adapted for 
either air or steam pressure. The pipe leading to this 
cylinder enters at the under side of the piston, so that 
the pressure is utilized to cushion the head on its down- 
ward stroke only. Thecapacity of this machine is equal 
to shearing 4-in. square bars, or the heaviest sections of 
angles cold, our illustration showing the angle knives 
in position. The driving is done by means of an iron- 
clad electric motor, mounted on the bed plate and di- 
rectly connected to the flywheel driving shaft by means 
ofa pair of cut gears. This makes a convenient and 
substantial arrangement in every respect, with entire 
absence of belting or necessity for running expensive 
shafting to drive the too]. Larger and smaller sizes are 
furnished. 








The Master Car Builders’ Convention. 

The thirtieth annual convention of the Master Car 
Builders’ Association met at Congress Hall, Saratoga 
Springs. June 17, President Lentz calling the meeting 
to order at 9.30 o’clock inthe morning. The meeting 
was opened with a prayer, which was followed by an 
address of welcome by the President of the village of 
Saratoga, after which Colonel H. S, Haines, by invita- 
tation of the Executive Committee, made an address, 
which was received by the members of the Association 
with a standing vote of thanks. 

Colonel Haines spoke of the great service done by the 
association and by the Master Mechanics’ Association 
in organizing the technical staff of the railroads of the 
country, in which work these associations were pio- 
neers, Their success has incited officers of other depart- 
ments to organize for like purposes. The speaker gave 
a rapid review of the improvements that had been made 
in the construction of passenger cars and freight cars 
during the many years which he has been in actual rail- 
road service, and he spoke especially of the great variety 
of attainments and qualifications which a good master 
car builder must have—he must be an engineer, an archi- 
tect and an artist. 

Colonel Haines suggested that the next step in the 
development of the car would be in diminishing the 
weight proportionate to the load carried, which must 
apply not only to passenger cars, but to freight cars. 
The tendency of railroad development calls for lighter 
and stronger cars. 

He spoke of the intimation that is sometimes made 
that the associations of technical railroad officers was 
to discourage inventors, and he developed the idea that 
they do not tend to discourage inventors, but to keep 
inventors from wasting their energies in useless fields. 

The address of Colonel Haines was followed by that of 
Mr. J. S. Lentz, Superintendent Car Department of the 
Lehigh Valley Railroad and President of the Associa- 
tion. Mr. Lentz spoke of the improvements which had 
taken place this year in the business of the railroads 
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and of the builders of cars and locomotives. Asan evi- 
dence of this improvement he said that in the year from 
May 1, 1895, to April 30, 1896, 100 per cent. more orders 
for cars were placed than in the year immediately pre- 
ceding. 

He spoke at some length of the work of the Executive 
Committee in arriving at standards for equipping cars 
with handholds and for determining the heights of 
couplers. The committee has done a great deal of work 
in the matter, the result of which will appear in the re- 
ports to the convention. 

He spoke particularly of the standards of the associa- 
tion for printed matter and wished to impress on the 
minds of the members the importance of using the 
standard sizes. He called the especial attention of 
supply men and of the publishers of railroad journals to 
these standards, and suggested that printed matter that 
does not comply with the standards is very likely to find 
its way to the waste basket because it is inconvenient to 
file. 

Mr. Lentz spoke especially of the matter of the 80,000- 
Ib. car. At the last convention he recommended the 
appointment of a committee to report on a design for a 
car of that capacity. Tne recommendation was com- 
plied with only so far as to appoint a committee on axle, 
journal box, bearing and wedge, but the general ques- 
tion was not favorably considered by the Committee on 
Subjects. Mr. Lentz is still of te opinion that such a 
car will be the car of the future and that measures 
should be taken to design a standard. 

He mentioned the fact that the Arbitration Committee 
had considered 330 cases and that the time spent by the 
members of the committee and the cost of their work 
have become so great that it is desirable to make some 

effort to reduce the number of cases submitted. To that 


Correspondence: A, M. Waitt, R. P.C. Sanderson, C. 
A. Schroyer. 

Auditing: E. W. Grieves, J. N. Barr, Thomas Files. 

Loading Timber, Ete —At-the request of quite a large 
mileage Mr. Leeds moved, in accordance with a sugges- 
tion of the President, that a special committee be ap- 
pointed to consider the subject of the loading of long 
timber and other structural material, and that such 
committee report at this session. 

Mr. WAITT: I fully appreciate the motion that has 
been made and heartily agree with it, but as to making 
a report during the present session, I think it is imprac- 
ticable. It seems to me we can well afford to givea 
great deal of careful consideration to this question. 

Mr. BusH: The handling of long timber forms such a 
large part of the business of some railroads that it 
seems necessary to have something very soon which will 
be a decided improvement over the present M. C. B. rules 
governing that auestion. We could adopt acode of rules 
for the ensuing year which would be a great improve- 
ment over the present rules and which the association 
would be perfectly safe in adopting fora year. At the 
same time the whole matter could be laid open to inves- 
tigation this year, to report upon a permanent set of 
rules for the next convention. 

Mr. LEEDS: We ask for this only as recommended 
practice. 

Mr. Day: Iam particularly interested in the matter 
of loading lumber and all things pertaining to that part 
of the business. We havea great deal of that freight down 
South, and we are very much put about at times as to 
how to get our freight through, and we are very de- 
sirous that this thing should be fixed as soon as possible. 
If the committee will get together and see what they can 
do it would be a good thing. 
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end he recommends that each road be required to pay a 
fee of $10 for each case submitted, this fee to be turned 
in to the funds of the M. C. B. Association. 

He spoke of the matter of loading logs, poles and bark, 
which is not to be reported en this year by the Commit- 
tee on Standards. The rules at present are not suffi- 
ciently full or explicit on these matters and they should 
provide further for the loading of stone and rails. Mr. 
Lentz suggests the appointment of a committee to in- 
vestigate this subject. He recommends also that the 
subject of injury caused by salt-water dripping be made 
a subject for the report of a special committee. 

The President made special mention of the remarkable 
progress of the railroad clubs. In March, 1896, the mnem- 
bership of the existing clubs amounted to 2,704, the in- 
crease during the year having been 639 members. In 
April still another club, the seventh, was organized at 
St. Louis and has a membership of 700. The increase in 
membership during the year, including this new club, 
was over 60 per cent., and these clubs have become 
valuable to the association and to the railroads of the 
country. 

The President’s address was followed by the reports 
of the Secretary and Treasurer. The Secretary's report 
shows a present membership of 338, the net increase for 
the year having been 16. The number of cars repre- 
sented now is 1,209,291, an increase of 57,334. The Secre- 
tary’s disbursements for the year amounted to about 
$7,450. The Treasurer reported $5,510 as the amount of 
cash on hand. 

The followiug committees were appointed : 

Nominating Committee: R. H. Blackall, William 


’ McWood, John Hodge, W, H. Harrison, J. H. Rankin. 


The SECRETARY : The President desires me to say that 
this matter was before the Executive Committee yester- 
day for consideration, and certain papers were sub- 
mitted. They show that the matter has been pretty 
thoroughiy sifted by certain members of railroad clubs, 
and by members of this Association, and that it is in a 
pretty fair shape to put in form for submission to this 
convention. 

The motion of Mr. Leeds was adopted, and the Presi- 
dent appointed the following special committee: Pulaski 
Leeds, S. P. Bush, W. H. Lewis, W. H. Day, F. H. Stark, 
B. Ifaskell, Charles Coller. 

The Secretary read a communication from Mr.S. Berg, 
Assistant Chief Engineer of the Lehigh Valley Railroad, 
concerning timber tests, and recommended that Con- 
gress be petitioned to appropriate money to carry out 
the Government tests. On motion of Mr Rhodes, this 
was adopted as the sense of the meeting. 

The President appointed as Committee to prepare 
resolutions on the death of Samuel Irwin, Messrs. T. 
Reardon, M. M, Martin and John Player. 

Mr. RHODEs, for the Committee on Triple Valve Tests, 
reported that no triple valves had been submitted to the 
committee for tests. 

Mr. BARR, reporting for the Committee on Standard 
Wheel and Track Gages, said that there had been a 
series of experiments proposed by the American Railway 
Association, and he had received advices that they were 
to be made at a certain point, and that was all he knew 
on the subject. He had no report as to whether the tests 
had been made. 

NOON-HOUR DISCUSSION, 
The meeting proceeded to the consideration of the 


noon-hour topics, and Mr. Waitt reported for the com- 
mittee on subjects, that, in addition to those already an- 
nounced, they recommended the consideration at the 
noon hour on Thursday of the subject of the ‘* Metric 
System,”’ in connection with weights and measures in 
shop work. 

Tests for Air-Brake Hose.—The first subject was— 
“Tests for air hose. Is it possible to approximate a ser- 
vice test in a short time, and to get an idea of the rela- 
tive durability and value of different makes?” 

Mr. BARR: Three or four years ago we undertook some 
experiments on this subject, and we hit on the scheme 
of having a moving cross-head and fastening the hose 
to it under pressure, one end fixed and the other end at- 
tacked to this moving cross-head, so that the hose re- 
ceived a considerable distortion; the strain on the hose 
was not of the character of vibration, or anything of 
that kind, but simply a considerable distortion. The re- 
sults of this test showed that hose would stand that dis- 
tortion, different makes, running from about 200 hours 
to 2,800 hours, showing a very material difference in 
their capacity to resist strains of that kind. Now, itisa 
question in my mind whether that is a complete test; 
but it developed the fact that hose makers, in order to 
have their hose resist a pressure of 600 or 700 lbs., were 
making them so stiff and hard that they could not re- 
sist the distortion, and the result of that was that we 
have been endeavoring to get more pliable hose. We 
have under test now a hose made with lighter or more 
pliable canvas which seems to stand distortion very 
well. It will not, however, stand over 300 lbs, pneu- 
matic pressure. However, I think if the hose will resist 
five times the pressure to which it is subjected in prac- 
tice, it will give you a safety limit that will meet every 
practical condition. We have a train running now with 
this ordinary cotton-covered hose. Ido not know what 
it will stand, it has been running for about three 
months, but I should not be surprised if with that cheap 
cotton-covered hose we are going to get as good results 
as youare getting from what is considered the best 
hose. 

The distortion on the machine was carried to such an 
extent that it came with some hose tothe kinking} point; 
we tried to get as near tothat as possible. The failure of 
the hose is almost invariably at the nipple, where the 
distortion in all probability is the greatest. The results 
show that the‘inch hose of the same make stood two to 
three times the amount of continued distortion that the 
inch and a quarter hose did, and that, in connection 
with other points, induced me to think that durability 
is what the makers are after,and what we want to se- 
cure is flexibility, ana we should disregard the idea that 
we want a hose that will resist a pressure of 600 or 
700 Ibs. 

Mr. PotTtER: Would that be the case if the hose was 
allowed to hang down instead of being put into the 
coupler? The stiffer hose would vibrate less, and in 
consequence would not crack near the nipple so quickly 
as would be the case with a more flexible hose. 

Mr. BARR: I cannot answer that question definitely. 
I will say, however, that we have been keeping a careful 
record of where the hose fails, and while the kink seems 
to be more severe at the middle of the hose than: any- 
where else, the failures from kinking, etc., are four to 
one in favor of a location at the end of the permanent 
fastening. I am inclined to think that the stretching 
from the permanent fastening on the car, and the distor- 
tion which is concentrated at that point, is what causes 
the failure of the hose. 

Pressed Steel and Diamond Trucks.—The second topic 
for discussion was then taken up, ‘‘What are the com- 
parative advantages and disadvantages in pressed steel 
and diamond types of trucks?’ This topic was intro- 
duced by 

S. H1GGINns, who said: I first desire to call your at- 
tention to the fact that at the present time there are 
about 90,000 pressed steel trucks 1n service in this coun- 
try, under freight and coal cars, and in almost every in- 
stunce these trucks are under cars whose capacity is 
60,000 Ibs. The advantages as compared with the dia- 
mond truck are: Decreased weight; fewer parts; less 
liability of getting out of square; better riding cars, due 
to the boxes being movable in the jaws; location of 
springs is such that as much of the truck as possible is 
above the springs, which tends to prolong the life of all 
parts attached to the truck. 

The decreased weight varies in proportion to the 
weight of the truck heretofore used under cars of the 
same capacity, this variation extending from a saving of 
2,000 Ibs. per car on some roads, to cther roads where the 
weight of the diamond truck 1s the same as the pressed 
steel, but in the latter case 1 think it will usually be 
found that the diamond truck is altogether too light 
for the service. 

As tothe cost of repairs, I desire to say that on one 
road having several thousand cars mounted on pressed 
steel trucks, a record was kept for tweive months, and 
at the endcf that time it was found that where $1 
had bcen spent in repairs of the pressed steel truck, 
$10 had been spent in repairs to diamond trucks, the 
conditions of service being the same except that the 
diamond trucks had been running three years, and the 
pressed steel trucks one year. 

As to the trains pulling easier when cars are mounted 
on the pressed steel truck, the Vice-President of one of 
the largest roads in this country recently told me that 
on his road they found it made a difference of two cars 
per train. he fact that the cars mounted on the pressed 
steel trucks ride better, has been demonstrated over and 
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over again ina very practical manner, by the way the 
trainmen will pick out the cars having the pressed steel 
trucks on which to ride when they are not in the ca- 
boose. 

The advantages that might beclaimed for the diamond 
truck are: Decreased first cost; easier to repair after 
being in a wreck or derailed; easier to inspect the outer 
face of wheels which are not covered up so much as with 
the pressed steel truck ; easier to change wheels. 

I have found after a careful record, that the sav- 
ing in repairs due to the use of the pressed steel truck 
represents about 4 per cent. upon the increased cost of 
the pressed steel truck, and this is based upon the cost 
of a diamond truck, which is not so expensive as dia- 
mond trucks now in use on many lines. 

In regard to it being easier to repair the diamond 
truck after it has been in a wreck, my experience has 
been that the pressed steel trucks behave better at that 
time than the diamond trucks. In fact, I have known 
of cases where loaded cars mounted on pressed steel 
trucks and on diamond trucks have been derailed, and 
while the cars mounted on the former were able to be 
sent through to destination after cars were re-railed, 
cars mounted on the latter had to have the lading trans- 
ferred and cars were then sent to the shop to have the 
trucks repaired. 

It may be easier to change the wheels with the dia- 
mond truck, but [ doubt very much if that is the case 
when we take into consideration how often it occurs 
that the box bolts of the diamond truck are very badly 
rusted in the holes, and the labor required to drive out 
these bolts before the boxes can be removed. On the 
other hand my experience has been that with the pressed 
steel trucks the number of wheels to be changed is 
greatly reduced on account of not having so many 
wheels with sharp flanges, cut journals, etc., and the 
car-shop foremen of the Lehigh Valley claims that if 
there is any extra lab or connected with the changing of 
the wheels under pressed steel trucks, it is so small as to 
be not worthy of notice. 

The iength of time that the pressed steel truck has 
been undergoing a practical test in this country, to- 
gether with the large number now in use, make it quite 
evident that this truck has passed the experimental 
stage, and in my opinion it is the truck of the future, 
especially with cars of greater capacity than we now 
have, which I believe will be built with metal under- 
framing. The general adoption of the pressed steel 
truck will also bring about the use of a standard truck 
much sooner than in any other way, and this is certainly 
a result very much to be desired. 

Mr. SANDERSON: When these pressed steel trucks were 

first introduced I felt enthusiastic about them. 
We have tried them on heavy service, and they have not 
been as successful as a modern well designed diamond 
truck. ] think we ought not to compare the cost of repairs, 
the flange wear of wheels and other things of that kind 
in a modern pressed steel truck, with the average results 
obtained in that line with the diamond truck, especially 
in view of the failures, defects and accidents which occur 
in old designs or weak designs of diamond trucks. Our 
experience shows that a modern well-designed diamond 
truck without any wood in it at all, except a few pack- 
ing pieces, can be made of the same weight or less weight 
than the Fox pressed steel truck, and give better service. 
They are certainly much easier to put wheels under, and 
you must remember that the larger portion of the wheels 
changed in service are not changed in shops, but at in- 
terchange tracks and small repair points. It does not 
pay to haul cars away to points where there are pneu- 
matic hoists and drop pits. It certainly will not pay us 
at such places to have to turn the trucks over on their 
backs, to get the wheels out, and in our trucks there is 
no difficulty whatever about getting out the box bolts, 
which Mr. Higgins stated were frequently rusted in 
fast. . . Tam well satisfied with a modern well-de- 
signed diamond truck, and prefer it to any pressed steel 
truck of the present types. 

Mr. RHODES: Some people designing full metal trucks 
do not pay any attention to one of the principal reasons 
which has led to the introduction of metal trucks, which 
is the decrease in weight and the decrease in parts. 

Break-in-twos.—The third topic was then taken up: 
‘* Break-in-twos between cars equipped with M. C. B. 
type of coupler. To what extent do they occur?’ What 
are their causes, and how can they be prevented ?” 

Mr. WAITT: Some six months ago we commenced a 
careful investigation into these cases of break-in-twos. 
Every case that occurred on our line for six months past, 
either in the yard or on the road, has been reported to 
the General Superintendent, and from him reports have 
been sent to me. In the first five months of 1896 we had 
reported in this way 467 cases of break-in-two of trains. 
I think it will be found that this is not an exception to 
the experience on other roads if you will go into it care- 
fully in detail. Of this number 45 per cent, occurred be- 

tween cars that were coupled up with the link and pin 
caused by the coupling pin breaking, or working out, or 
the link breaking. Of the balance 261¢ per cent. occurred 
from the knuckie in the M. C. B. coupler opening in 
some way. Twenty-one per cent. occurred on account 
of the drawbars pulling out, on account of the spindle 
breaking, Or drawbar key breaking, or the key dropping 
out. The balance were due to miscellaneous causes 
Ninety-two per cent. are covered by the three causes 
stated. 

There being such a large number of cases on account 

of the knuckles opening, 261, per cent., we tried to ascer- 
tain the cause. The large majority seemed to be on 


account of improper adjustment or attachment of the 
uncoupler arrangements, coming in most cases from the 
chain connection between the uncoupling lever and the 
lock or pin being so short that with compression of the 
draft spring, caused either by buffing or general pulling 
strains, the chain is tautened and the lock is lifted 
enough so that the uncoupling takes place. 

Mr. Day: Before we commenced to use the new style 
of lock bolt in the Janney—we use the Janney altogether 
—we had very little trouble from break-in-twos, but 
since we commenced to equip the cars with the new 
style of lock pin (the large, plain pin) we have had con- 
siderable trouble. I had concluded possibly it was 
caused from the fact of moving the wall inside of the 
opening, so as to give the tongue more play. We had 
the matter watched carefully, and the men reported 

hat from the velocity of the train, and sometimes from 

some little depression of the track, they would see the 
pin jump off ; and the intense buffing that we have to 
contend with since our cars are equipped with the auto- 
matic brake tends to throw the pin up. 

Mr. SANDERSON: In the tender couplers on the rear of 
passenger engines we have had a good deal of trouble in 
the past with the pins jumping out, and were compelled 
to put coiled springs underneath the bottom of the pins 
to fasten them down, so that they would not jump out 
and unlock. It is nothing but a plain gravity pin. I 
attributed it to the fact that the bearing surfaces are too 
small, and the pin did not have enough hollow in its 
place, and at every jar it would jump up. 

Mr. F. H. SouLE: Our attention was turned to the 
cause of break-in-twos, which had been very extensive, 
and we found that the M. C. B. coupler equipped with a 
tail pin is a very dangerous factor in the operation of 
trains, as the pins have broken in large numbers or the 
keys have sheered off or dropped out, and we are very 
much exercised as to the remedy, although it would seem 
that the only possible remedy isto replace the spindle by 
a pocket, as our experience with the pocket has been very 
satisfactory, and few break-in-twos have occurred where 
the pocket has broken and allowed the drawbars to pull 
out. 

Mr. LEEDS: Most of our break-in-twos bave occurred 
from the fact that improper tail-pins have been used in 
our cars. Our smallest regular size is 2 in., and we find 
asreat number of 11¢ and 144 in. applied, with keyways 
cutting them nearly in two. 

Mr. BARR: I fully indorse what has been said, that the 
uncoupling occurs through the jolting of the pin, from 
creeping of the pin and from shocks in the longitudinal 
direction of the car, when the locking device can un- 
couple in that way. Comparing the number of M. C. B. 
couplers we have in use, with the link and pin couplers, 
the uncoupling is four times as great with the M. C. B. 
couplers. 

Mr. BRIMSON: Our standard, the Tower, has given us 
no trouble in regard to unlocking, when coupled with 
itself. In connection with the link and pin we have suf- 
fered somewhat from trains parting. 

Mr. PoTtrER: In justice to the Janney people it should 
be stated that I understood Mr. Day that he had all 
Janney couplers on his line, and had very little experi- 
ence with the other couplers, eo that his statement 
should not be considered as detrimental to the Janney 
coupler. 

Mr. BRONNER: We find that 50 per cent. of the cases of 
uucoupling between two cars where each car was 
coupled with the M. C. B. coupler are due to unknown 
causes, that the inspectors were unable to discover; no 
defect in the coupler or attachments. Fifty per cent. of 
the cases were due to unknown causes, worn condition 
of the knuckle and locks, defective condition of the 
locks, improper adjustment of the unconpling chain 
and the catching of the uncoupling chain; also in several 
cases a short drawbar spring, which permitted the 
coupler to pull out too far and bring a strain on the un- 
coupling chain. 

Mr. ANDERSON: The trouble will be found in the lift- 
ing of the chain, on account of the long links getting 
crossed. There should be all circular links. 

WEDNESDAY AFTERNOON SESSION. 

The meeting was called to order by President Lentz at 
3 o’clock. 

Standards and Practice.—The first business was the 
report of the Committee on Supervision of Standards 
and Recommended Practice, which was read by Mr. R. 
H. Soule. [Railroad Gazette, June 15, p. 436.] 

Mr. Sanderson moved that the report be read and 
passed upon by paragraphs, as with the Rules of Inter- 
change, which motion was adopted. The repert was read 
by secti ons. 

Mr. SANDERSON: Where it states ‘‘the lid spring may 
be of any design and may be secured to the lid by any 
practical method, provided that the designated section 
is adhered to,”’ in the paragraph relating to journal box 
and details, I would move to add after the word pro- 
vided the following, ‘‘that it be of suitable design to fit 
the box and works properly with the standard box.” 
Carried. 

Mr. WAITT: In section 10 there have been one or two 
points unintentionally omitted. In the section relating 
to the malleable iron truck-level connection it was de- 
eided in the committee to have it read, instead of 2 in., 
‘not less than 2 in.;’’ and where it states 3g and , ‘“‘not 
less than 3¢,” ‘‘not less than .” It will be noticed on 
the proposed sheet 9 that the length of the dead and live 
levers only is given, saying that they must be 30 in. long, 
divided in the proportions of 6 to 24. Our committee 
decided to leave all of these dimensions out, as it was 


hardly practicable to confine the various designs of 
trucks to one length and proportion of brake levers, in- 
side end and outside end. .. . It has also been decided to 
leave off the initials W. I. and M. I., as some of us may 
wish to use wrought steel in the place of wrought iron 
for the connecting rods. Imove that the words ‘not 
less than” be placed before the dimensions referred to; 
and that the initials W.I. and M. I., for which there is 
no explanation in connection with the sheet, be omitted. 
Carried. 

Mr. Waitt: I also move that the length of the levers 
be omitted, and only the general shape of the levers, and 
size and thickness of the metal be given. Carried. 

Mr. SANDERSON: As to No. 11, relating to pedestal, it 
has occurred to me that the present passenger car stand- 
ard pedestal is too small for the larger journal and mod- 
ern practice ; and it would be wise for a committee to be 
appointed during the coming year to recommend a new 
passenger car pedestal more suitable for the modern de- 
sign of passenger car, with the large journal. 

Mr. RHODEs: I move that acommittee be appointed to 
report to the next meeting a standard pedestal for pas- 
senger cars for large journals suitable for modern 
heavy cars. 

Mr. SOULE: Should not the scope of the inquiry be ex- 
tended so as to include the journal-box. We simply have 
the design for the large journal box as adapted to the 
freight truck. It would have to be modified to adapt it 
to the use of passenger trucks. 

Mr. RHODEs: With the consent of the meeting, I will 
include that in my motion. Motion put and carried. 

Mr. WAITT: In paragraph 28, in connection with 
handholds, it says ‘“‘eliminate all dimensions of grab- 
irons, except that those on ends and sides of cars should 
be marked not less than 24 in. long.” I move to amend 
that by adding: *‘ And having not less than 2-in. space 
between the grabiron and the body of thecar, to which it 
is fastened.’’ I think we should indicate that they 
should not be shallow gradirons, Carried. 

Mr. HAYWARD: It seems to me there should be a uni- 
form height between the track and the step so that the 
trainmen would have something they could rely upon. I 
think we should adopt a recommendation of the height 
of the step from the top of the rail. 

Mr. BusH: I move that Mr. Hayward’s suggestion be 
referred to the Committee on Standards to report next 
year a location of steps with the reference to the top of 
the rail. 

Mr. HAYWARD: In paragraph 30 is the length given 
for the chains between the face of end timber and bear- 
ing point of the hook, such that the hose will pull apart 
when the cars become uncoupled and run on the check 
chains ? 

Mr. SOULE: The hose would not be pulled apart as 
long as the chains hold together, but I would ask Mr. 
Waitt for further information as he has check chains in 
general use which correspond pretty closely to this 
specification. 

Mr. WAITT: Ido not remember that the hose pulled 
apart in any case where the train has been pulled by the 
check chains. I donot think it permits them to go fa~ 
enough apart to separate the hose. 

Mr. SANDERSON : I move, ia carrying out the recom- 
mendation of the committee that a committee be ap- 
pointed to act in conjunction with a committee of the 
Master Mechanical Association to revise the standard 
air-brake and signal instructions, and also revise the 
specification for cast iron wheels, and report to the Con. 
vention of 1897. Carried. 

Mr. WAITT moved to submit the recommendations as 
revised by a vote by letter ballot. 

The PRESIDENT: The next report is on ‘‘ Automatic 
Couplers.” Mr. Wallis, the Chairman of the committee, 
has been too much occupied with other matters to make 
a report, and asks to be relieved from the chairmanship 
of the committee, although he is willing to serve asa 
member. 

Mounting Wheels.—The report of the committee on 
‘“Mounting Wheels” was read by the chairman, Mr. J. 
N. Barr. [Railroad Gazette, June 19, p 482.] 

Mr. BARR: Mr. Marshall of the committee suggests a 
modification of the 3d paragraph under the instructions 
for using standard check gage, that instead of reading 
“if F. and D,” it should be changed to read like the 
preceding paragraph, substituting the proper letters. It 
would then read ‘‘ If the projection D is pressed against 
the flange,” etc., that will make the report stand as the 
committee wants to have it. 

Mr. RHODES: It would be better to change the re- 
port so that when it is read we would not find it neces- 
sary to make an explanation. As it is presented here, it 
reads, “in using the proposed check gage, if the projec- 
tions A and B do not enter between the flanges, and the 
projections C and J rest upon the treads of the wheels, 
the wheels should be rejected.”” It might be left in this 
way, “if the projections A and B do not enter between 
the flanges so that the projection C and D can rest upon 
the wheels, the wheels shall be rejected.” 

Mr. BARR: The Secretary has just made that change. 

Mr. SANDERSON: On that reference gage there is one 
dimension given which I think isinerror. It shows 4 
ft..514 in. for the distances which are known as projec- 
tion A and Bon Fig. 2; should not that be 4 ft. 5% in., 
that is the standard distance I believe. 

Mr. BARR: The standard reference gage is correct ; it 
cannot be made any other way ; 4 ft. 814 in. between the 
gage points, which gives the gage of the wheel fixed by 
the Association, and allowing these projections 1, in., 
we necessarily get 4 ft. 54in. There is nothing objec- 
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tionable in that. In recommending the standard check 
gage we had to make the gage 4 ft. 84 in., which is not 
an M. C. B. standard, but we did not use it for that pur- 
pose. We had to do that in order to get the distance 
from the outside of one flange to the inside of the other 
4 ft. 634 in., which is an M. C. B. dimension. We also 
had to do it in order to get the distance between the pro- 
jections 4 and B, 4 ft. 514 in.. which is another M. C. B. 
dimension, and which is of use in inspecting wheels. In 
using the gage, we shoved the projections A and B 
against the inside of the flange, and then the projections 
Fand F against the outside of the flanges, are in their 
proper position, so that we had to make a discrepancy 
there which takes it out of the domain of being a stan4d- 
ard dimension gage, and for that reason we recommend 
this other for a dimension gage, and the one that we 
propose is the one to be used for every day work. The 
committee does not recommend any deductions of 
changes whatever in the dimensions adopted by the As- 
sociation. 

Mr. HAYWARD moved that the report be accepted and 
submitted to letter ballot. Carried. 

The report of the Committee on Metal Underframing 
for Freight Cars was then read by Mr. R. P. C. Sander- 
son. [Railroad Gazette, June 19, p. 430). 

Mr. GIBBS moved that the report be received and the 
discussion deferred until Friday morning. Carried. 


THURSDAY MORNING SESSION. 


President Lentz calied the meeting to order at 9:15 
o’clock. The first business was the reading of a letter 
from Mr. Wilbur, of the Lehigh Valley Railroad Com- 
pany, reciting some of the features of the English rail- 
road practiee. 

Location of Air-Brake Cylindeis.—The first report 
read was on “ Location of Air-Brake Cylinders on 
Freight Cars.” Mr. McCarty, of the Committee, read 
the report. [See Railroad Gazette, June 19, p. 433.] 

Mr. BusH: The second paragraph on page 2 reads: 
‘“‘Air-brake cylinders and reservoirs should be placed 
on cars on a linejinside of stake pocket as near center 
of car as possible.” That seems to refer only to flat 
cars and gondola cars. Does the committee not think 
a location should be indicated for box and stock 
cars ? 

Mr. McCarty: It was hoped that the chairman of 
the committee would be present, when it was expected 
to further discuss that feature of the report. The com- 
mittee feel that it isnot quite explicit, and intended to 
ask the chairman to incorporate in the report some 
sketches which we have, which will clearly indicate 
what is referred to. 

As to the location of the cylinders, it is impossible to 
recommend a fixed dimension, but we give the general 
idea. Itcan be within a range of 10 or 20 in., but if it is 
outside of the rail, the men can reach it in safety and do 
the work rapidly, without any difficulty. Many lines 
equip their cars with the brake cylinder practically in 
the center: and a man in this position is in danger in 
case the train should move. The amount of this is grow- 
ing rapidly, and the importance of this location becomes 
more apparent. 

Mr. Bus: I move that the diagrams explaining the 
locations of the brake cylinders on all kinds of freight 
cars be incorporated in the report of the committee; and 
the reading in paragraph second, page 2, be changed to 
suit. 

Mr. McCarty: I will read an amendment to take the 
place of the paragraph, as suggested by Mr. Bush: ‘‘Air- 
brake cylinders and triple valves shall be placed on cars 
as near the outside line of the body as the construction 
will permit, as shown and described in the diagrams,” 
which are to be made a part of the report. 

Mr. SCHROYER: The point which determines the loca- 
tion of our cylinders, first, is to get uniform and stand- 
ard lengths of rods and levers. We locate our cylinders 
near the centers of the cars, in such manner as to get 
uniform length of long rod connections. The location 
proposed would never give us that. 

Mr. GRIEVES: It seems to me that thisis an unfavor- 
able position for an air-brakejcylinder. I would object 
bo placing a cylinder as near the outside line of the car 
as shown in the drawings. We have had some trouble 
with cylinders located in that way, especially when they 
get in close places and on yard tracks. 

Mr. BusH: It does not seem to me essential that the 
committee should specify the details of arranging the 
brake cylinders for all classes of cars. 

Mr. RHopEs: The arguments presented by the com- 
mittee are strong ones. We expect to endorse the com- 
mittee’s recommendation, although it is not our prac- 
tice at the present time. 

The motion of Mr. Bush and the amendment proposed 
by Mr. McCarty were adopted. 

Mr. F, D. ADAMS then addressed the meeting, stating 
the preliminary steps in the movement to organize the 
association, and then introduced Mr. John Mulligan, 
President of the Connecticut River Railroad Co., who 
had been the chairman of the meeting for organization. 
Mr. Mulligan spoke briefly on the subject, and expressed 
his pleasure at seeing the association in such a pros- 
perous condition. 

The report of the Arbitration Committee was then 
presented. Mr. Casanave moved the acceptance of the 
report, which was carried. 

Rules of Interchange.—The consideration of the rules 
of interchange was then announced to be in order. Mr. 
Casanave moved that the Secretary simply announce 
the number of each rule instead of reading the entire 
rule, Carried. 


Rule 3. 

Mr. WAITT: I think there should be an addition of a 
few words in this rule to make it clear and consistent 
with the balance of the rules. I move that weadd seven 
or eight words in the third paragraph, after the word 
“responsible” so that the rule will read, ‘If the car has 
defects for which owners are not responsible, or improper 
repairs covered by a repair card, but which do not render 
it unsafe to run,” etc. This phrase will make the rule 
entirely clear, and show that a defect card may be asked 
for when a car has improper repairs, or it may be asked 
for in cases where there are defects for which the owners 
are not responsible. 

Mr. F: H. SouLe: I would inquire of Mr. Waitt as to 
why he limits the application of defect cards for wrong 
repairs to cars bearing repair cards? Why not make 
the application general ? 

Mr. WaItTT: The rules further on will provide for that 
clearly, The responsibility is clearly outlined further 
on; this is merely making this section consistent with 
that. 

Mr. Lewis: The object of the proposed change in the 
rules is to limit as far as possible the old ‘“ bad order”’ 
cars. Mr. Waitt’s suggestion would open wide the door 
for controversy between inspectors; and it will result in 
the same delays which we now experience under the old 
rules, 

Mr. SANDERSON: I would like to see this idea of be- 
ing consistent applied in other directions. The position 
of Mr. Waitt is in accordance with the recommendation 
of the Arbitration Committee, that the repair card 
should not carry any responsibility with it; but that is 
not consistent with the rules here presented. Weare 
not supposed to pay a bill unless the repair card is in 
our hands in advance. The repair card does carry re- 
sponsibility with it. We should try to reduce the 
amount of carding and writing toa minimum. Ifthe 
people are ‘going to be honest enough to acknowledge 
that they have made wrong repairs, either through in- 
advertence or necessity, let them say so on the repair 
card, and if it covers it, that is all anybody wauts. 

Mr. CASANAVE: It is often impossible for an inspector 
to tell whether a car has been improperly repaired or not. 
We had better leave the rules in as simple a form as pos- 
sible. Let us try this for a year as it is, and at the end 
of the year we may be able to shape it differently, if difti- 
culties appear to make it necessary. This matter seems 
to be too small to be the cause of introducing complica- 
tions in the way of inspection; we ought to make the 
rules as plain and simple as possible for inspectors. 

Mr. WAIT?T’s motion was’ put and lost. 


Rule 5. 

The schedule of prices in Rule 5, on motion, was re- 
ferred toa special committe consisting of Messrs. Rhodes, 
Potter, McConnell, Hennessy and Grieves, to report at 
a later session of the meeting. 

Rule 6. 

Mr. RHODES: These rules have been blocked out 
largely on account of the success that has followed the 
new interchange adopted by some roads. There is one 
important clause that the committee of 21 have 
omitted in their recommendations, and which Arbitra- 
tion Committee also omitted. Paragraph 11 of the rules 
under which these roads have been working, and which 
has proven so successful, says: ‘‘Switching railroads 
not forming parts of systems, and transfer roads own- 
ing less than 500 cars, will not be allowed to render a 
bill, and will be held responsible for all new defects 
which may be caused while cars are in their posses- 
sion.” If wedo not have some clause of this kind, the 
switching roads all over the country will be allowed to 
render bills against the car owners when they break 
drawbars and knuckles and other parts of cars. More- 
over, as they do not sign our rules, when it comes to 
something which goes against them they will not act 
under the M. C. B. rules. I would offer this as an ad- 
dition to Rule 6: ‘‘Switching roads will not be allowed 
te render bills for broken parts, and will be held re- 
sponsible for all new defects which may be caused 
while cars are in their possession.’’ Many prominent 
switching roads are already operating under that clause, 
and it is net going to work any interference in the move- 
ment of our cars. It is a thing which the individual car 
owners ought to vote for with the balance of the railroad 
car companies. 

Mr. Rhodes’ amendment was adopted. 

Rule 6. 

Mr. BARR: In Section 4 there is an additiop to the re- 
port which is dangerous—the words “or upon the track 
of a company not belonging to the association.” That 
means if any road in the association delivers a car toa 
road not a member, it is responsible for any damage to 
thatcar. Wedo not want to assume responsibility be- 
cause they do not see fit to join the association. Mr. 
Barr’s motion to strike out these words was carried. 

Mr. HIGGINS moved that companies submitting cases 
to the Arbitration Committee accompany the papers with 
a fee of ten dollars as suggested in the President’s ad- 
dress, but this was not adopted. : 

The Secretary stated that there were 15 companies 
operating under the new interchange which were not 
members of the association. 

Mr. WAITT moved that inasmuch as the Arbitration 
Committee in the application of the new rules will prob- 
ably meet with some problems they have not provided 
for, that the committee be authorized to make a rule on 
any question which may come up and that rule stand as 
the law of the association during the coming year. Car- 
ried. 


Mr. CASANAVE: I move that the rules except the item® 
of prices referred to the special committe be adopted as 
amended. Carried. 

NOON-HOUR DISCUSSION. 

Metric System.—The noon-hour topics were then taken 
up, the first being the ‘‘ Metric System of Measure- 
ment.” 

Mr. HIGGINS read at length from pamphlet by Dr. 
Coleman Sellers. 

Mr. SANDERSON: I had the fortune at one time and 
another to work under the metric system in the early 
70’s, and thought a good deal of it at. first, until I got to 
work under the 2-ft. rule, and the change was a great 
blessing to me. Rankin wrote a poéfn on the 2-ft rule, 
and it would be very interesting to have some of our 
newspaper friends hunt it up and print it for us. 

Mr. Gipss: In the matter of weight and measures the 
change would be of some benefit; but shop men are very 
little concerned as a rule in the matter. 

Mr. HIGGINS moved that the Executive Commit- 
tee be instructed to prepare a suitable set of resolu- 
tions to be forwarded to Congress expressing the senti- 
ment of the Master Car Builders’ Association as being 
against the introduction of the metric system in this 
country at any time. Carried. 

Dead Woods.—The fifth regular topic was: ‘Should 
not two iron buffer blocks be used on cars when M. C. 
B. couplers are applied ?” 

Mr. BRONNER: Every one dealing with car repairs 
knows that expenditure and delay due to damaged 
draft gear are extraordinarily large. In fact it is far 
the largest item of expense in running repairs, outside 
of wheels. It is contended by the advotes of the double 
iron buffer blocks that by their use much of this dam- 
age could be prevented. This being granted, it becomes 
neeessary to consider whether there are any disadvant- 
ages connected with their use. Do they in any way in- 
terfere wich any of the functions of the coupler? The 
large numbers of cars so equipped at the present time 
would seem to be a sufficient answer to this. My own 
experience is that with proper adjustment they will per- 
mit coupling on any curve where the coupler itself will 
lock without them. The “ man-killing’’ view of the 
double iron buffing blocks has alw ys been overdrawn, 
The extra expense of applying the iron buffer blocks is 
not over $5 per car, and if they would save a portion of 
the repairs dune to damaged draft gear, they would cer- 
tainly save their cost very quickly, 

The horn of the M. C. B. coupler was probably de- 
signed to transfer the heavy buffing blows from the 
draft gear to the framework, but a trip through any 
railroad yard, noting the battered condition of the point 
where this blow is received, will convince any one that 
this isa failure. If the construction can be made such 
that this does not occur, it still subjects the coupler bod 
ies to strains that bring about many failures. In look- 
ing over the records for several months I found that at 
least 30 per cent. of the failures of coupler bodies are 
from cracks and breakages in the neck and shank, 

At present we have no standard iron blocks for use 
with M.C.B. couplers. There are thousands of cars 
equipped with the blocks and we should certainly adopt 
one. 

Mr. RHODES: This is a very important matter. Two 
months ago an order was issued by the C., B. & Q., say- 
ing that wherever the M. C. B. bars are used on its cars 
the iron buffer blocks are to go with it. Many roads do 
not employ buffer blocks, because they think it is bad 
practice, and I move that it is the sense of this meeting 
that wherever M. C. B. bars are used buffer blocks 
should go with them. 

Mr. SANDERSON: Anybody who has watched cars 
being drilled over » 60-ft. grade in a gravity yard, under 
all the conditions of service, will become very rapidly 
converted to the absolute necessity of having dead blocks 
to take up the shocks. 

Mr. MITCHELL: In our 44,000 cars I do not believe we 
have 2,000 which are not equipped with deadblocks, and 
a broken M. C. B. coupler is rare with us. In two 
months we have not accumulated 15 M. C. B. couplers 
broken back of the head. 

Mr. THoMAS: I think it is essential to the protection 
of the buffer block that it should be constructed so as to 
relieve the shock over the sills, as well as to take the 
shock that would otherwise be put on the draft gearing. 

Mr. SCHROYER: I have been of the opinion that double 
buffing blocks should be used in car construction, and 
have always thought that it was a mistake to make our 
drawbars and draft rigging stand ths violent blows that 
they must take in yards. 

Mr. SMITH: We are now fitting atl our tank line cars 
with vertical hook bars and air-brakes. We are not 
using deadblocks; others are. If the Association says 
deadblocks] should be used, all the roads would use them. 
If the deadblocks are to be used, we will put them on. 
If the association takes no action, we should do as we 
are now dving—apply bars without the deadblocks; but 
the association should decide absolutely whether the 
blocks should be used or not. 

The SECRETARY: It has been’ recommended practice 
since the year 1893 to use deadblocks with M. C. B. 
couplers. 

Mr. GREAVES: The B.& O. has equipped 5,500 cars 
already. 

Mr. Rhodes’ motion was carried. 

THURSDAY AFTERNOON SESSION. 

The President called the meeting to order at 3:15 p. m. 
The Nomination Committee presented its report recom- 
mending the following officers: 

President—S. A. Crone, New York Central. 
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First Vice-President—¥. D. Bronner, Michigan Cen- 
tral. 


Second Vice-President—C. A. Schroyer, Chicago & 
Northwestern. . 

Third Vice-President—J. T, Chamberlain, Boston & 
Maine. 


Treasurer—G. W. Demarest, Northern Central. 

Members of the Executive Comnittee—G. W. Rhodes, 
Pulaski Leeds and M. M. Martin. 

The question of location of air brake cylinders on 
freight cars was again taken up. [Railroad Gazette 
June 19, p. 433.] 

Mr. RHODES: The committee say that air-brake branch 
pipe should be connected to top of drain cup in main 
pipe instead of bottom, in order to avoid, as far as possi- 
ble, the tendency of dust and dirt to pass through 
strainer to triple valve. There has been no discussion 
of that clause and yet it is a matter that is claiming 
more or less attention and it would seem to me to be 
well to consider whether it is desirable to make these 
changes or not. Mr. Rhodes then exhibited a blue print 
and sample branch pipe, showing methods of removing 
and cleaning the drain cup. 

Mr. McCarty: The committee did not recommend a 
drain cup. We only suggested that the branch pipe be 
connected to the top of the cup. The form of drain that 
we have givena little thought to, though not incorporated 
in the report, is one connecting the branch pipe to the 
top of the cup with an outlet on the bottom which can 
be opened and the screen removed without disturbing 
the pipe. If the inspectors and repair men are to clean 
the drain cup a change will have to be made. It is now 
practically impossible to do this work in the time 
allowed. The plan proposed by Mr. Rhodes is one 
whereby this work can be done quickly and safely. 

Mr. CLoupD: I would say in reference to this matter, 
from the standpoint of the manufacturers, that some 
time ago their attention was called to the fact that the 
screen in the so-called drain cup was not asdurable as it 
might be. They thought it would be better to have a more 
durable screen; a perforated sheet metal screen in the 
drain cup. The cups for some years past have been 
made in that way, with a much more durable screen, 
and we do not know of any failures, unless by maltreat- 
ment, or of the necessity of their removal. 

The question has been brought to the attention of the 
manufacturers by several:railroads as to the requisite fa- 
cilities for cleaning these drain cups,but by inquiry from 
all such parties we have not been able to find a case 
with the quick action brake where the screen became so 
much stopped up as to prevent the action of the brake. 
As a matter of fact, it does not follow, as we understand 
it, that they need cleaning, but if the holes stop up to a 
certain extent the rush of the air through the screen in 
any emergency occasion is such as to keep them 
scrubbed out enough to permit the air to pass with an 
application of the brakes. Therefore, it does not seem 
that there is any particular reason for making a more 
complicated construction to facilitate the cleaning of the 
screen, when it is self-cleaning. 

In regard to the idea that the drain cup is a receptacle 
for dirt, since the auick-action brake has been intro- 
duced it is not, properly speaking, a receiving drain cup, 
but a T connection, with a screen in it to screen the air, 
and prevent large particles of dirt from passing to the 
triple-valve connection. 

As tothe recommendations of the committee that the 
branch pipe connections should be made at the top in- 
stead of the bottom, it looks as if there is no good reason 
for changing the present drain cup. This would involve 
additional joints and elbows, perhaps, and result in con- 
structive features which would be more objectionable 
than the advantages derived from such construction. 
Taking it as a whole, we have regarded that any compli- 
cation in the construction, any increase in the number 
of threaded joints or screw joints of any kind, is objec- 
tionable, unless there is a very positive advantage to be 
gained from such increased complication in the con- 
struction, 

Mr. McCarty: It is pretty well known that a great 
many railroads favor the idea of dispensing with the 
dummy couplings. That will result in an ir creasing 
quantity of dirt through the pipe, making it more 
necessary to have a drain cup that can be readily cleaned 
than before. However, if the facts are as stated by Mr. 
Cloud, that the drain cup now in use is more of an orna- 
mental than a useful device, it should be dispensed with 
and the drainage of the air accomplished at the union 
where the branch pipe connects the triple valve, where 
the repair inspectors can readily reach it and ascertain 
if there is a stoppage and the difficulty may be re- 
moved. 

Mr. RHODFs: When we first took this question up I 
was in favor of having arrangements made by which we 
could clean this connection in the main drain pipe, but 
I got from our Secretary the information he has given 
this afternoon, and made inquiries from our master 
mechanics. I found that several of them, since they had 
had this new perforated screen, were strongly impressed 
with the ideas advanced by the Secretary, and it had not 
been developed in the new screens, with their perfora- 
tions, that it was necessary to clean them. I fear that it 
might be thought that perhaps the reason we gave our 
attention to them so particularly was because we had 
abandoned the dummy couplings; but that was not the 
case. I tried to get some of the new screens so stopped 
up with dust and dirt that air would not pass through 
them. Twenty or thirty were sent to my office—as bad 
cases as could be found—and there was not one of them 
but the air would pass through, and as the sluggish 


holes got plugged up the more rapid passage of the air 
seemed to keep them open. 

Axle, etc., for 80,000-lb. Cars.—The report of the Com- 
mittee on ‘“‘Axle, Journal Box, Bearing and Wedge for 
Cars of 80,000-1bs. Capacity ” was then read by Mr. E. D. 
Nelson. [Printed elsewhere in this issue.] 

Mr. MENDENHALL moved that the report of the com- 
mittee be accepted. Carried. 

Mr. SANDERSON: The committee has not treated the 
question of hot journals. We hear much about the 
strength of steel at its dangerous blue temperature; we 
see journals sometimes red hot, with a mass of 600 Ibs. 
of hot iron next to them, which makes a sharp limita- 
tion of the question of heating. With the axle in that 
condition until the car is stopped, the journal is being 
strained a great deal worse than under any other con- 
ditions. 

I move that the specifications be presented to the Com- 
mittee on Standards and Recommended Practice, for 
their criticism, and if approved to be forwarded to the 
Secretary, and be sent out for letter ballot; and shat the 
drawings of the axle, journal box, etc., be submitted to 
the Committee on Standards to be modified in accord- 
ance with the modifications recommended by that com- 
mittee for the journal boxes, wedges, etc., to make 
them all uniform, and they be submitted to letter ballot 
for adoption. This proceeding was declared to be not in 
order. 4 

Mr. SOULE: I take it these proposed designs are en- 
tirely acceptable, and the only thing the Committee on 
Standards would have to suggest is that the association 
should agree now to such modifications of them as they 
have already agreed to regarding the designs for the 
smaller journal boxes. We have no modification to 
suggest in the axle itself ; but the association, as en- 
dorsed the recommendation of the Committee on Stand- 
ards as regards the following points: First, to omit the 
illustration of the dust guard as the association has no 
standard. We advise that a note should be added here 
that this space should be filled by a suitable dust guard, 
and similarly some other notes, one of which related to 
the manner of fastening the hinge pin; still another 
relating to the spring in the lid; still another, per- 
mitting the use of skeleton wedges of malleable iron or 
cast steel, in place of the solid wedges shown here; an- 
other, which involved eliminating the lugs from the 
sides of the arch-bar seat; and that calls attention to the 
fact that this committee in submitting the design have 
omitted the width of the arch-bar seat. I think the di- 
mensions should be stated. 

As Mr. Sanderson’s motion did not receive a second, I 
offer, instead, that we agree fo the same modification of 
these designs as we agreed to in the case of the other 
journal box and contained parts; and such modifica- 
tions having been made, the whele should go to letter 
ballot as standard ; and that the committee recommend 
a width from the archbar seat. 

Mr. NELSON : It was necessary, in connection with the 
specifications, to be guided by such information as we 
had. In specification 7, page 26, it states: ‘It is de- 
sired that axles, when tested under the drop as specified 
above, should not deflect more than 514 in. after the first 
blow, and should stand five blows without rupture or 
fracture in any way.” No.8 specifies it as 6144. These 
figures were based upon information which we had at 
the time the report was written. All in all, the Pennsyl- 
vania Railroad has broken under tneir drop at Altoona 
for this committee 62 axles, some of which were made 
specially, and some of which were bought from other 
companies, all M. C. B. standard. Since coming to the 
convention I have received information which leads 
us to recommend that the dimensions be changed to 7 
in. in No. 7, and 8 in. No. 8. 

Mr. Waitt: I will make a motion as an amendment 
to that of Mr. Barr. I think itis unwise as a general 
rule on the report of a committee of this character to 
submit them to letter ballot as standard, without care- 
ful and lengthy consideration and practical experiment, 
and I would recommend, therefore, that the designs 
submitted by the committee, together with the specifi- 
cations, with such modifications as will make them cor- 
respond with the modifications made in journal boxes 
and attached parts in the4lg x 8 and 3% x 7 sizes, be 
submitted to letter ballot for recommended practice, 
and the matter be referred to the Committee on Stand- 
ards for further consideration and report next year. 
Carried. 

FRIDAY MORNING SESSION. 

President Lentz called the meeting to order at 9.15. 

Prices.eChairman RHopEs, of the Committee on 
Prices in the Interchange Rules, reported that the Com- 
mittee, in carrying out the wishes of the association, de- 
cided to make as few changes frem last year’s prices as 
possible, and in some cases where the Arbitration Com- 
mittee had decided to increase prices, the committee 
thought it best to put them back to the old prices. 
The prices recommended by the committee were 
adopted. 

Metal Underframes.—The President announced the 
discussion on the report of the Committee on Metal Un- 
derframing of Freight Cars to be in order. 

Mr. BARR: I make a motion that five members be ap- 
pointed as a committee, each oneas an independent com- 
mittee, to get up a design of steel car frames, each one 
giving the matter his best attention, and presenting 
these designs at the next meeting of the association. 

Mr. SANDERSON: No standard design could be devel- 
oped until the association {shall be able to set {definite 
dimensions to work to. Everything depends on the 


length and theload carried per foot of length. I would 
recommend that joint action should be taken between 
the American Railway Association and this association, 
and possibly some traffic association, so as to try to get 
united action and adopt lengths and widths of cars for 
60,000, 70,000 and 80,000 lbs, capacity. 

Mr. Buss: I second Mr. Barr’s motion. I believe his 
object is to bring out individnal effort and ingenuity 1n 
this matter of designing cars. The great obstacle in the 
way at the present time is the cost of steel cars. There 
is a good deal of preliminary work to be done, and the 
best way to have it done is by individual effort. 

Mr. JOUGHINS: We have had some experience in metal 
underframes on the Norfolk & Southern Railroad. It 
is now nearly four years since we made a sample car and 
that has given very gocd service, indeed. Iam avery 
enthusiastic advocate of metal underframes; it is not 
applicable under all conditions, but there are conditions 
where the steel frame can be used to great advantage. 
Weare forced to the use of it in our climate; our timber 
cars with exposed frame will not last more than six or 
seven years. We find that during the 3!¢ years the car 
has been in service we have never spent acent for re. 
pairs of, the underframe, and we have never found a 
loose bolt. 

Mk. STIRLING: My opinion is that when you have de- 
cided, at least approximately, upon the style of car you 
wish to experiment with in can be supplied to you in 
steel at a cost somewhat on this basis: Take a 60,0l0-Ib. 
wooden car, I estimate at 38, or of a cent per pound of 
carrying capacity, and an 80,U00-lb. steel car, at 33 of a 
cent per pound of carrying capacity, the additional ex- 
pense per pound of carrying capacity being a mere baga- 
telle with the durability, the saving of axles, wheels, 
springs, oiling and everything concerned. ; 

Mr. Barr’s motion was put and carried, and the Presi- 
dent stated that the Executive Committee would name 
the committee of five in accordance therewith. 

Metal for Brakeshoes.—The report of the Committee 
on Metal for Brakeshoes, Laboratory Tests, was then 
read by Mr. Bush. The Secretary read the report of the 
Committee on Road Tests. 

The joint report on laboratory tests and road tests of 
brake shoes, combined the results of the two series of 
tests and concluded substantially as follows: 

That for the prevailing conditions which surround the 
use of chilled cast-iron wheels in freight service, the 
shoes which would be found most economical and effi- 
cient would probably be the wrought iron, the Congdon, 
soft cast iron and hard cast iron. 

For use on chilled cast-iron wheels under the condi- 
tions which usually prevail in passenger service, 
wrought iror or pressed steel, the Meehan, soft cast 
iron and the hard cast iron. 

For ‘use on steel-tired wheels under the conditions 
which prevail in passenger service it was difficult to 
name any one of the several trial metals as certain 
to produce good results, owing to the fact that there are 
wide variations of friction as developed and a very wide 
range of effect on the tire itself, the result being that 
cast iron is the only material which can be relied on to 
give uniformly satisfactory results, both as regards 
friction, the wear of the brakeshoe itself and the effect 
of the brakeshoe on the steel tire. 

Mr. SANDERSON: This report and the work this com- 
mittee has done is one of the classics in the science of 
railroading, and it will be of the greatest value to rail- 
road mechanical officers and mecnanical engineers 
throughout the United States. The committee deserve 
the sincerest thanks of the association and American 
engineers for their work. This ought to be made a 
standing committee. They have meotioned that fresh 
brakeshoes have been brought to tneir attention. 
Others will come up, and we will be asked to give them 
atrial. We ought to be able to say that they must be 
referred to the standing committee on brake-shoe tests, 
and if the committee reports favorably, we will consider 
their use. ‘lhe machinery and appliances require the care 
of someone to look after them. Their use requires skill 
and experience to get results, and I make a motion that 
the committee be made a standing committee. 

Mr. BARR: An important difficulty is that the flanges 
of cast-iron wheels are not all of the same thickness. I 
do not believe it is practicable to use a flange shoe on 
cast-iron wheels, on account of the tendency to catch on 
any izregularity of the flange and destroy the wheel. 

Mr. Day: Mr. Barr mentions his experience as to the 
use of the flange shoe on cast iron wheels; has anybody 
had any experience with flange shoes on steel-tired 
wheels ? 

Mr. MITCHELL: All our passenger equipment has steel- 
tired wheels, on which we use the flange shoe, soft char- 
coaliron. We usethat for the special object of keep- 
ing a proper contour on the wheel. We use a Ross shoe, 
which grinds down the flange on the outside of the 
treod, but the shoe does not bear where the rail wears. 
We are getting most excellent results. 

Mr. Sanderson’s motion was adopted. 

Passenger Car Ends, &¢c.—The report of the Com- 
mittee on Passenger Car Ends and Platforms was read 
by Mr. Grieves. 

Mr. MITCHELL: This drawing seems to be an advertise- 
ment of the Gould platform arrangement. 

Mr. GRIEVES: There is a combination there of the 
Gould, Buckeye and Bissell platforms. We tried to 
avoid advertising anybody’s platform. 

Mr. WAITT: We have 150 cars equipped with iron 
underframe similar to this, except that we do not use in 
any case the angle irons, We use heavy plain plates 
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with the ends twisted so that they can be bolted directly 
to the sill or iron plate going across the end sill, and the 
iron plate going across the end sill at thetop, We 
found it simple and satisfactory, and I believe stronger 
in the end than by the use of angle irons. We use pos- 
sibly alittle heavier construction than would be used 
with the angle irons. These cars have never been ina 
wreck, and we have not had an opportunity of determin- 
ing how much they would stand; but I think even the 
locomotive would suffer somewhat in breaking through 
them. Report accepted. 

Freight-Car Doors.—The report of the Committee on 
Freight-Car Doors and Attachments was then read by 
Mr. F.H. Soule. [Railroad Gazette, June 19, p. 431.] 

Mr. Waitt: The report of the committee is one of 
general information. They make no specific recommen- 
dations: it is hardly to be expected that they would. 
These three doors, brought to their attention since the 
report was printed, could very wisely be illustrated in 
connection with the report; and I move that they be in- 
cluded in the report when it is sent to the members. 
Carried. 

Mr. SANDERSON : It seems to me that the committee 
has overlooked some of the recent work that has been 
done. The committee should be continued for another 
year, with instructions different from what they had 
this year, so that they can make a recommendation to 
the association for recommended practice of a standard 
freight car door. 

Mr. RHODES: When cars are let by contract, we are 
usually met with a charge of so much extra for a cer- 
tain kind of door, and they are expensive to maintain. 
We looked into the matter and found that the doors on 
which you do not have to pay anything extra were by 
far the most durable. Mr. Sanderson’s motion is a good 
one. 

Mr. WAITT: If the committee were asked to present 
such doors that would meet what we consider proper re- 
quirements, they could do it; but if we ask them to de- 
sign a door that does not conflict with patents, it would 
be hard work. I move that the committee we appoint 
on this subject be instructed to confer with the Freight 
Claim Agents’ Association on the subject of sealing 
freight-car doors. Carried. 

On motion, the subject was referred to the Committee 
on Subjects. 

Handholds, Etc-—-The report of the Committee on 
Handholds and Height of Drawbars was then read by 
Mr. Hayward. [Railroad Gazette, June 19, p. 433.] 

The PRESIDENT: The discussion of this report wili 
have to go over until our next session, as 12 o’clock has 
arrived, the time for taking up the topical subjects. 

NOON-HOUR TOPICS. 

Approved Brakes.—On motion, subject No. 13 was 
first taken up: ‘‘ Willa railroad company be conforming 
to the law requiring power brakes on freight trains 
regardless of whether its power brakes meet the speci- 
fications adopted by the M. C. B. Association ?” 

Mr. MITCHELL: A brake on acar that does not fulfill 
the M. C. B. requirements cannot be considered as a 
proper brake. It is worse than useless, doing mére harm 
than good. It seems necessary that all new triples, 
before they are sold to railroad companies, should be 
tested by the standing committee, and the committee 
pass on the triples and see that they are proper for the 
railroad companies to use; after which, I should con- 
sider that the power brakes would probably meet the 
specifications adopted by this Association, and should be 
considered as complying with the law. Cars equipped 
with brakes whose triplesdo not meet the requirements of 
this Association should not be considered as complying 
with the law. " 

Mr. RuHoDEs: It is important for us to know whether 
triples, which are being introduced on the roads now, 
and which have not passed the M. C. B, test—and it 
may be doubtful whetker they will—whether we are 
warranted in saying that they meet the requirements of 
the committee on safety appliances, 

Mr. MITCHELL: I move that it is thesense of this meet- 
ing that brakes whose triple valves have not had the ap- 
proval of the M. C, B. committee on triples shall not be 
considered as proper brakes for use on rai]road equip- 
ment. Carried. 

On motion, the time for the consideration of the sub- 
jects was reduced to five minutes. 

Care of Brake Hose.—Topic No. 6 was then considered; 
‘“Can some more economical method be practiced in 
connection with air-brake hose? It is claimed that 
damaged hose can often be spliced, and that punctured 
hose can be filled and patched in the same way that 
rubber hose for other purposes is repaired.” 

Mr. RuopEs: On the C., B. & Q. for the year ending 
September, 1894, to our great surprise we discovered on 
an equipment of 7,000 cars it had cost us $12,000 for re- 
newing hose. One reason for that was that we had a 
very rigid rule on our road, requiring all hose to be hung 
in the dummy coupling. ‘They were secured on the end 
sill of the car. You could not put the hose into the 
dummy without making a bad kink. I ama bicycle 
rider, and the thought came to me of the care the bicy- 
cle men take of their hose and the care we took with our 
hose. If a bicycle man runs a tack into his tire, he 
never thinks of throwing it away; but he hasit repaired. 
If a railroad company’s hose is damaged, the first thing 
we do is to throw it away. The reverse ought to be the 
case. The bicycle tire is always rubbing and wearing, 
dragging over the cinders, whereas the railroad hose, if 
properly put up, ought to have no outside work at all, 
and ought to be subject to this inside pressure, which 


does not amount to much more than 70 lbs.; while the 
bicycle pressure is 150 Ibs. or more. I thought why can- 
not we take some of this good hese, only been in six 
months, which is damaged at the nipple. There is a 
hose spliced for 734 cents; had we thrown it away, as 
was our practice three months ago, the hose alone would 
have cost 70 cents. Here isa hose which is bound and 
spliced, which had some shot holes in it, was filled in the 
same way you plug a bicycle for about 5 or 10 cents. 

Tail Bolts or Yokes.—Subject 7 was next in order: 
“Tail bolt fastenings for drawbars. Should not the 
practice of using them be condemned, and the yoke 
fastening be advocated in its place?” 

The subject was introduced by J. J. HENNESSY, who 
said: It seems to me that the practice of using the tail- 
bolt or stem fastening for drawbars should be con- 
demned, aud the yoke or pocket attachment be advo- 
cated in its place. During the years of 1894-5 the C. M. 
& St. P. R. R. Co.’s total freight car equipment amounted 
to 27,880 cars. About 95 per cent. of these cars were 
equipped with the yoke or pocket attachment, while the 
other 5 per cent. were equipped with the tail-bolt or 
stem attachment. During the two years of the 95 per 
cent of the cars equipped with the pocket attachment, 14 
pockets failed, causing damage amounting to $871. 
During the same period of the5 per cent. of the cais 
equipped with the stem or tail-bolt attachment, 17 stems 
failed, causing damage amounting to $2,300. If other 
railroad companies have had the same experience with 
the tail-bolt or stem attachment that the C., M. & St. P. 
R. R. Co. has had, it seems to me that the M. C. B. Associa- 
tion should make every effort as soon as possible to dis- 
continue the use of same, and adopt in its stead the yoke 
or pocket attachment. I will add that I have received a 
communication from Mr. G. W. Rhodes, Supt. Motive 
Power of the C., B. & Q. R. R., stating that the road re- 
cently had a wreck caused by the failure of the tail-bolt 
attachments, resulting in damage to the amount of $995. 

Mr. WalIrTT; I stated yesterday that in 467 broken bars 
21 per cent. occurred through failure in the tail bolts; 
only one in the 467 failed on account of anything in con- 
nection with the pocket. The pocket did not break ; a 
poor rivet gave way. 

Mr. MITCHELL : I move that it is the sense of the asso- 
ciation that tail bolts should be abolished in all future 
construction. Carried. 

Journal Bearings.—Topic No. 9 was: ‘‘ Solid lead- 
lined journal bearings versus filled sbell bearings on 
freight cars. Which is the best practice ?” 

Mr. CHASE: It has been our experience that with the 
solid brass journals with the lead lining we get the cars 
over the road a good deal better than we do in cases 
where we have the journals get hot with the shell brass 
filled journals, on account of the filling melting out 
when the journal becomes hot enough, with nothing but 
the shell left, which bear on the journal in such a small 
place that the journals get hot in ashort time. It is the 
safest, the most economical and the best brass there is. 

Mr. WAITT: We recently had some cars built’ with 
steel axles. They did not turn the journals as smeothly 
as they ought to be and in several cases we had hot 
boxes after the cars got off our line. The journals were 
not cut, but they heated badly, so that it was necessary 
to apply a new brass on account of the amount of heat 
that had ! een produced in the bearing. Instead of solid 
lead-lined bearings they applied shell bearings. The 
result was that the roughness of the steel being there 
the lining very soon melted out of the filled bearings, 
the journals were very badly cut**the shell bearings 
heated and broke in two, and we had a generally dilapi- 
tated condition of affairs, which did not happen when 
the solid bearings were used. That was repetition of 
quite an expensive experience, causing us to change 
from the shell bearings and go to the solid bearings, 

Mr. BARR; I think that the experience of the St. Paul 
road is in favor of filled bearings. Mr. Waitt’s objec- 
tion is perfectly valid, bnt the trouble there is more 
with the shape of the shell than the principle of the 
shell itself. The shell of the bearings should be so con- 
structed that if the soft metal is removed the shell will 
have full bearing on the journal, 

Mr, HieGeins; No road has had more experience with 
the shell bearing than the Lehigh Valley. It was 
adopted some years ago, after a test, and it was found 
that solong as the journal ran cool the bearings gave 
good results. We are now using the lead-lined bear- 
ing, and we find that with the bearing properly bored 
out before the lining is applied, the brass will run for 
a long time; that is, the old brass, after the lining is 
gone. Our experience has demonstrated that the solid 
bearing is much better than the shell bearing. 

Replacing Triple Valves.—Topic No. 10 was then con- 
sidered : ‘‘ Under the rules of interchange is a railroad 
company warranted in the removal of a dirty Westing- 
house triple from an air-brake car and applying a clean 
Boyden triple or a New York triple ?”’ 

Mr. RHODES: A few years ago we purchased some 
1,500 New York triples, and unfortunately had our cars 
partly equipped with them before we had any right to 
use them. Weremoved them, and after this was done, 
we found some of them still in use on ourcars. Evi- 
dently, some of our friends had bought the triples, and 
as they knew we had bought a large number, they 
thought we would likesome more. The question involved 
in this topic is, whether it is treating your neighbor 
properly ? 

Mr. MITCHELL: I do not believe in changing triples on 
freight cars. If acompany decides they want an air- 
brake on their freight equipment, and have made ip- 


vestigations, and decided upon what they think is the 
best, the interchanging companies should adhere to their 
wishes and furnish only the triple which was originally 
applied to the car. 

Mr. WAITT: I move that it is the sense of the meeting 
that the substitution of one make of triple valve for an- 
other is not proper repairs. 

[Other topical discussion will be reported in a later 
issue. ] 

FRIDAY AFTERNOON SESSION, 

Meeting called to order 3.15. Vice-President Crone in 
the chair. 

The report on handholds and height of drawbars was 
taken up for consideration. (This discussion will be re 
ported later). 

On motion of Mr. Rhodes the following was adopted : 

It is the sense of this meeting that in settling for de- 
stroyed freight cars with insurance companies, a salvage 
allowance at the same prices named for old materials 
under the rules is correct, provided that the values of 
the cars as given in the rules is also used in figuring the: 
depreciation. 

Uncoupling Gear.—Mr. POTTER read the report of the 
Committee on Uncoupling Arrangements for the M. C. B. 
automatic couplers. 

Mr. Waitt: In looking over these sketches of diffe _- 
ent styles of couplers and the uncoupling attachments, 
it seems to me as if it were possible, and rather a simple 
matter to arrange, for 14 out of the 16 to use a uniform 
length and size of uncoupling lever, including the arm.,, 
There is only one difficulty that would have to be takem 
care of, and that would be where some connect with the: 
unlocking attachment directly over the center, as com-- 
pared with those that connect with the unlocking at 
tachment at the side. The only difference would be im 
locating the uniform lever one or two inches nearer or 
further from the center toward the side. Eighty per 
cent. of them, as shown, can be operated with one uni- 
form shape and size of uncoupling lever. I move that 
the committee be requested to consider the matter fur- 
ther, with a view of presenting an uncoupling lever and 
attachments which will provide for the largest number 
of couplers possible. Carried. 

Mr. BARR: I would. like to see the committee in- 
structed to take up the question of the length of chain.. 
it has developed into an important point in its bearing 
on the uncoupling of trains in transit. There are other 
points involved, and I move that this committee take up») 
all points in connecting with the uncoupling arrange- 
ment. Carried. i 

The report of the Committee on Stenciling of Cars~ 
was read by Mr. Wait. [Railroad Gazette, June 1%, 

p. 432]. 

Mr. BARR moved that the recommendations be sub- 
mitted to letter ballott, and the report received and ‘ 
placed on file. Carried. 

Mr. NELSON moved that.a committee be appointed to , 
recommend the standard markings for freight cars, in- 
corporating the recommendations of this committee... 
Carried. 

The Committee on Subjects reported the following for 
the Convention of 1897: 

1, Further consideration and suggestion of rules for loading - } 
logs, poles, bark, long iron, bridge material, etc. 

2. Break-in-twos ; causes and effect and to suggest a, 
remedy. 

3. Present a design for a passenger-car pedestal, and’ oil} 
box, for 44% x 8-in. journal. 

4. Revise specifications and guarantee for cast-iron, wheels,, 
including a consideration of the form of wheel. 

5. In coniunction with a committee from the Master Me- 
chanics’ Association to revise the Code of Rules pertaining to 
air-brakes and signal instructions. 

6. Tofollow up and report on improved buffers for freight 
cars, 

7. To submit designs of side and end doors for box cars, in- 
cluding fixtures for adoption. 

8, To recommend section of archbars and archbar bolts for 
cars of 60,000 lbs, capacity, and submit design for archbarsand 
archbar bolts for cars of 80,000 Ibs. capacity. 

9, Consider the subject of trucks, springs, and what can be 
done in the way of standardizing them for cars of various ca- 
pacity. 

10. To advise what changes may be necessary in the stand- 
ard size of M. C. B. automatic coupler shank, and recommend 
standard yoke or pocket strap for rear end attachments, 

The report of the committee was accompanied with this res- 
olution: Resolved, That the Master Car Painters’ Association 
be requested to investigate the subject of protective paints for 
metal framing of car bodies and trucks. 

Mr. Walt? moved that the resolution be adopted, and the 
Secretary be instructed to notify the Car Painters’ Assuciation 
of the request. Carried. 

Mr. LEEDS, as chairman of the special committee ap- 
pointed on the day of the first session, on the subject of 
loading poles, rails, etc., on cars, presented the yules in , 
use on the Pennsylvania Railruad covering the subject, 
which were not read. 

Mr. SCHROYER moved their submission to letter ballot 
for recommended practice, without reading. Carried. 

Mr. MITCHELL moved that the Association return to 
its former method of beginning the meetings on Tues. 
day. Carried, 

Nominations for the next place of meeting were then, 
heard. Chicago, Old Point Comfort, Denyer, Niagara 
Falls, Montreal and Colorado Springs were named. 

The election of officers being next in order, Mr. Grieves 
moved that the Secretary cast the ballot of the Associa- 
tion for the gentlemen named by the Nominating Com- 
mittee. The Secretary cast the ballot and they were 
declared duly elected. 

(Continyed on Page 456.) 
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EDITORIAL ANNOUNCEMENTS. 





Contributions,—Subscribers and others will materially 
assist us in making our news accurate and complete 
if they will send us early information of events which 
take place under their observation, such as changes 
in railroad officers, organizations and changes of 
companies in their management, particulars as to 
the business of the letting. progress and completion of 
contracts for new works or important improvements 
of old ones, experiments in the construction of roads 
and machinery and railroads, and suggestions as to 
its improvement. Discussions of subjects pertaining 
to ALL DEPARTMENTS of railroad business by men 
vractically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early 
copies of notices of meetings, elections, appointments, 
and especially annual reports, some notice of all of 
which will be published. 

Advertisements.— We wish it disti.ctly understood that 
we will entertain no proposition to publish anything 
in this journal for pay, EXCEPT IN TEE ADVERTISING 
COLUMNS. We give in our editorial columns OUR OWN 
opinions, and those only, and in our news columns 
present only such matter as we consider interesting, 
and important to our readers. Those who wish to 
recommend their inventions, machinery, supplies, 
financial schemes, etc., to our readers, can do so fully 
in our advertising columns, but it is useless to ask us 
to recommend them editorially, either for money or 








Convention which will probably have important re- 
sults and which is liable to escape the notice of the 
reader, as it occupies but little space in the long re- 
port of the proceedings. We venture, therefore, to 
call especial attention to it. It was to the effect that 
triple valves that have not been approved by the 
Master Car Builders’ Association Committee on 
Triple Valves shall not be considered as proper equip- 
ment. Such a resolution would probably have little 
direct effect on the minds of those who think that 
almost any valve is good enough: provided it is cheap 
enough, or who think that they are quite qualified to 
select atriple valve without tie assistance of the 
Association. It will have, however, an important in- 
direct effect. It willadd to the difficulties of any 
railroad company using a valve not approved, if that 
company is brought into court in case of an accident. 
The approval of the Master Car Builders’ Association 
is strong presumptive evidence that apparatus is up 
to the best standard of modern practice ; lack of such 
approval is presumptive evidence to the contrary. 
We take it, therefore, that the effect of this resolu- 
tion will be to make railroad officers careful how they 
go hunting around for strange triple valves. 





The question whether it is legitimate to carry 
freight cars on floats from Peshtigo, Wis., to South 
Chicago is discussed in an editorial in the Timberman 
of last week and the ‘‘car ferry” isably defended. The 
only excuse for writing the article, however, seems 
to have been a man of straw in the shape of an edito- 
rial in the Railuay Review, which tried to show that 
it is all right to carry cars on boats across a lake, but 
not tocarry them lengthwise of it. The Railway Review 
philosophizes on the perplexities introduced into the 
tield of rate discussions by the establishment of the 
‘car ferry,” and says that if the water line is recog- 
nized the act *‘ will throw open the door for all sorts 
of absurd demands . . . Stable transportation 
charges are necessary for the safe conduct of com- 
mercial enterprises, and anything tending to insta- 
bility is an offence against the public.” There is also 
some reference to the claim that lack of regularity de- 
tracts from the value of the water line and makes it un- 
necessary or wrong for the all-rail lines from Chicago 
to St. Paul to recognize the ferry asan important com- 
mercial fact. The Timberman very sensibly replies 
that the ferry is an experiment (which may account 
for present imperfections); that judging from past 
experience quick and regular service can be guaran- 
teed, and that this, if done at lower rates than the 
railroads ask, is what the public wants. If the ferry 
can be defeated only by combinations among 
the railroads or by _ hostile legislation, the 
sympathies of the public will be with the ferry. 
It might have been added that the sympathies of 
the public would be with the boat line anyway, with- 
out regard to whether the railroads do or do not com- 
bine. Most people sympathize with the line giving 
the lowest rates, whatever the qualifying circum- 
stances, and perhaps the Lake Michigan line can con- 
tinue indefinitely giving lower rates than the rail- 





roads can afford. Wesay ‘‘ perhaps,” for we do not 
suppose that any one knows yet what the cost of the 
long ferry will be. Even those who realize that sta- 
bility is important and who are in favor of the ab- 
stract proposition to forbid every disturbance tend- 
ing to make rates unstable, very soon throw aside 
their principles when a fluctuation throws benefits 
their way. But the trouble is that there is a good 
deal of business for water lines at unstable rates. 
Great wrong has been done by unstable rates on land 
—that is, by secret arrangements to give discounts 
from published rates, and even by lawful manipu- 
lations, about which there was not much secrecy; 
but, on the water, rates have been unstable from time 
mmemorial, and yet the safety of commercial enter- 
prises seems to have suffered no irreparable shock. 
The car-float line probably cannot carry grain and 
lumber in competition with vessels carrying those 
commodities in bulk in the ordinary way, but it may 
be that it is a very economical method of transporta- 
tion, nevertheless; and its ‘“‘absurd demands” will 
probably be with us for some time tocome. If the 
door is not opened quite likely it will knock the 
harder on the outside; or, perhaps, will kick up the 
turf on the lawn. 








Mr. Mozier, Superintendent of Transportation of 
the Erie Railroad at Cleveland, has devised and lately 
put in use a train-order signal, in connection with 
which tliere is an apparatus like a mail-bag ‘‘catcher” 
for delivering train orders to enginemen and conduc- 
tors without requiring them to slacken their speed. 
On the Ohio lines of the Erie ‘‘19” orders, those 
which do not require the signature of the engineman 
or conductor, are delivered to trains of inferior right 
without stopping them, and this apparatus has been 
got up so as to avoid the necessity of slackening 
speed. The signal is a semaphore, similar to Mr. Mo- 
zier’s three-position semaphore, described in the Rail- 
road Gazette of April 5, 1895, and the train order for 
the engineman, enclosed in a waterproof envelope, is 
placed in a sack suspended between two projecting 
arms. Another sack, with the order for the conduc- 
tor, is similarly suspended above the first one. As 
the train approaches, the signal blade stands in a hori- 
zontal position, indicating to the engineman that 
there is a train order for him; but if the regular 
block signal indicates all clear he does not stop, 
simply taking the sack off the signal by extending 
his hand as he approaches the post. This has been 
done at aspeed of 40 miles an hour, and those who 
made the experiment are satisfied that it could be 
done at a much higher speed. As soon as the engine- 
man withdraws his sack the conductor’s drops into 
the position vacated by the former, and the arm 
changes to a diagonal position. When the conductor 
takes off his sack the signal changes to the vertical, 
or all-clear position, and the engineman, by looking 
back, can thus assure himself that the conductor 
has taken his copy of the order. The sacks are held 
by an elastic cord and they yield readily when grasped 
by the hand. A bts eye in the side of the signal 
lamp throws light upon the sack at night so that it 
can be readily seen. No catching apparatus has been 
attached to engines or cabooses, that being deemed 
unnecessary. This method of dealing with train 
orders can of course be adopted with a high degree of 
confidence where a block system is used, as on the 
Erie. Many “19” orders might be safely delivered 
even without a block system, but with it there is 
theoretically no danger in delivering orders in this 
way toruling trains as wellas toinferior. Witha 
perfect block system, it has been proposed by Mr. 
Goodnow, of the Chicago, Milwaukee & St. Paul, as 
our readers will remember, to deliver all train orders 
without even repeating them. If one is not willing 
to take this radical position, there is still room for 
improvement where all orders are sent on Form 31; 
for the use of Form 19 will often obviate consderable 
loss of time. Mr. H. B. Ware, of the Burlington & 
Missouri River, in a paper read at the recent conven- 
tion of Train Dispatchers, told of a case where a stock 
train traveling 1,000 miles made six hours’ better time 
than a similar train on a competing line, the first 
mentioned being on a road using both ‘4 19” and ‘31” 
orders, while the other used only Form 31. There 
was no unusual delay and Mr. Ware believes that a 
good part of the six hours’ saving was due to the fact 
that the first mentioned train did not have to stop 
every few miles for train orders. Mr. Ware regards 
the sending of a copy of a train order to the operator 
at the meeting point as a valuable safeguard, so good 
a one, in fact, as to make the ‘‘19” order safe and 
valuable in many places where it is not now used. 








The Tramps and the Railroads. 
We have not attempted to collect statistics of 
tramps and shall not even guess whether their num- 
bers are increasing or decreasing ; for practical pur- 


poses it is not important to know. It is obvious 
enough that there are too many of them and that if 
their numbers are diminishing, it must be very 
slowly. It isa matter of common knowledge that 
they have long been nuisances and that they have be- 
come a danger to the citizens of rural communities, 
and especially to railroads and to those who use rail- 
roads. We speak now, however, simply of their 
relations to the railroads; others may speak for 
the farmers and the village populations. On the 
railroads the tramp evil has become very seri- 
ous and we judge that it is getting worse. We 
will give a few examples gathered from the rec- 
ords of the last few weeks. We have made no 
attempt to record all that we have heard of, 
or to get complete information from even one rail- 
road. The cases mentioned are only examples and 
could be multiplied indefinitely. 

About the first of April an express train on the Bal- 
timore & Ohio Railroad was attacked by a gang of 
tramps near Garrett, Ind. The train stopped at Gar- 
rett to change engines. A passenger who got off to 
buy a sandwich was attacked by five men, who 
knocked him down and stole his overcoat, his watch 
and money. These men then boarded the train. The 
passenger who had been left behind gave the alarm, a 
message was sent ahead anda posse met the train 
at the next station at which it stopped. Aftera fight 
two of the tramps were shot, one fatally, and one was 
captured uninjured. 

About the same date an express train on the St. 
Louis & San Francisco was held up and robbed. This, 
perhaps. was not done by tramps. 

About the first of May a brakeman on the Balti- 
more & Ohio was assaulted by two tramps on a 
freight train while running through Ohio. One of 
them stabbed him, the blade of the knife breaking 
and remaining inthe wound. The train was stopped 
in the yards and the two tramps were arrested and 
identified by the wounded brakeman. 

Early in May a tramp negro tried to wreck a passen- 
ger train on the Pennsylvania Railroad in New 
Jersey. He was caught, tried and sentenced to State’s 
prison. 

About the middle of May two men were arrested in 
Wisconsin for trying to wreck a train on the Chicago 
& Northwestern by putting ties on the track. Their 
excuse was that they hada short time before narrowly 
escaped being run down by a train. 

About May 20 a gang of tramps boarded an Erie 
freight train just out of Jersey City. The crew of the 
train had been armed; a fight took place and one 
wounded tramp was captured and others were 
arrestedelater. 

May 28 a brakeman on the Missouri, Kansas & 
Texas was murdered by tramps near Temple, Tex. 
He was trying to put the tramps off the train, and 
was shot and killed. 

About June 12, a freight train on the Lake Shore & 
Michigan Southern was boarded near Westfield, N. Y., 
by a gang said to have numbered 40. They broke 
into the freight cars and stole considerable clothing. 
Officers at Erie, Pa., were notified, and when the 
train arrived 13 of the tramps were captured, after a 
rather serious fight. 

A newspaper published in Columbus, O., recently 
said that tramps in some parts of Ohio have become 
so desperate that the trainmen are instructed not to 
try to put them off at night, and stock men are 
afraid to attend to their cattle on the way, except 
while in cities. Hardly a train reaches the city with- 
out more or less of these vermin. 

On atrunk line the other day, the writer noticed 
at least a dozen tramps on each of two freight trains, 
one close behind the other, and in both cases, many 
of the cars being gondolas, the tramps made no at- 
tempt at concealment. Many of them were within 
speaking distance of brakemen. 

This gives acurious picture of the condition of 
affairs in a civilized country. We do not suppose 
that there is any other country in the world, where 
there are any railroads at all, in which it is necessary 
for the trainmen to fight for their own lives and to 
protect the property entrusted to them,and where 
tramps are tolerated as we tolerate weeds or wood- 
chucks. 

It does not seem probable that this evil will dimin- 
ish of its own accord. The conditions which natur- 
ally breed tramps are likely to be more favorable 
to their production as time goes on, owing to increase 
of population and to greater difficulty in getting em- 
ployment. It follows, therefore, that society must 
protect itself against this peculiar danger or it will 
continue toincrease. Obviously, there is only one 
civilized way of meeting the situation and that is for 
the local officers of the law to take hold of it. It is 
highly undesirable that the railroads should be com- 
pelled to take the law into their own hands. The 


reasonable way would be for the towns and counties. 
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to send policemen and constables to yards and other 
places haunted by tramps, and to send officers to ac- 
company trains that are liable to be attacked by 
them. Of course, the towns and counties are, as a 
rule, indisposed to add to the burdens of taxation by 
policing the railroad tracks and trains, by trying 
tramps and by supporting them in the prisons and 
workhouses. And yet this is what they will have to 
do; there is no other creditable way out of the diffi- 
culty. The present situation is not only disgraceful 
but highly dangerous to those who werk on the rail- 
roads and to those who travel by rail. 








Cheap Passenger Fares in England. 


The average passenger fare per mile on English 
railroads seems to be decreasing even faster than the 
rates for farm produce, and this not by any modifica- 
tion of the norma! scale for ordinary single or return 
journeys, but by constant fresh concessions to certain 
categories of travelers. The only important reduc- 
tion in the general scale of fares which has taken 
place of recent years has been that for first and sec- 
ond-class passengers on the Great Western and South 
Western Railways, which came into force on the first 
of May. What the effect may be it is too soon to 
judge. but it is worth notice that the combined effect 
of the long established English system of making no 
reduction in third-class return tickets, and the new 
system of the South Western and the Great Western, 
which makes second-class tickets only 25 per cent. 
dearer than third class, while still maintaining the 
reduction on second-class returns is to make a return 
journey second class very nearly as cheap as in the 
third. 

Special reductions are much more numerous. Two 
years back the North Eastern, alone of English com- 
panies, adopted under the title of ‘‘selected tours,” 
the continental system of Jtinéraires facultatifs or 
cominirbare Rundreiseheften. The same company 
also introduced, for the benefit of pedestrians and 
bicyclists, a system of cheap tickets from A to B, re- 
turning from C to A, the distance between B and C 
being probably between 10 and 20 miles through at- 
tractive scenery. This system has since been copied 
by the Manchester, Sheffield & Lincolnshire. The 
North Eastern also gives an unusually large reduc- 
tion, single fare for the double journey on ‘‘ week- 
end ” tickets (7. e., from Saturday to Monday) allover 
its system. Similarly, tickets from Saturday to the 
Monday week following are issued for a single fare 
and athird. In addition to all these, the company 
has recently commenced the issue of what it calls 
‘*traders’ district ” tickets. These tickets, which are 
first class only and for not less than 12 months, en- 
able the holder to travel over a group of lines, usually 
of about 200 miles in extent for an annual payment of, 
in some cases, £30 and others £25. Eight districts 
have been marked out by the company, but any lines 
not included can be added to a district on payment of 
an additional 2s. 6d. per mile per annum. Though 
designed for the use of traders, and so named, these 
tickets are issued to all who choose to apply for them. 

Here is asomewhat similar concession, this time 
extending all over the country : On and after the 
first of July, members of any recognized association 
of commercial travelers will be able to obtain Friday 
to Monday return tickets at single fares from any 
station to any other station not less than 30 miles 
distant, so that they may be enabled to spend the 
Sunday at their own homes. On the membership 
voucher it is proposed for the first time in England 
to adopt the continental practice of attaching 
a photograph of the holder. Fortnightly season 
tickets during the summer months between London 
and the riverside stations on the Upper Thames is- 
sued ata rate equivalent to five or six ordinary re- 
turn tickets are another new concession, this time by 
the Great Western Railway. 

A very similiar but not less important series of re- 
ductions is given by the ever-increasing development 
of excursion trains at fares usually not more than 
one farthing a mile. Here is an instance of the ex- 
tent of this traffic: The South Western is running 
from London on the night of Saturday, June 6th, the 
following excursions: (1) to Plymouth, etc., say 230 
miles, return ticket 8s., at 11:45; (2) to Bideford and 
Ilfracombe, etc., 230 miles, 8s. 6d., at 12:05; (3) to 
Tavistock, etc., 215 miles, 8s., at 12:15; (4)to Exmouth, 
180 miles, 6s.; (5) Sherborne, etc., 120 miles, 5s, at 
12:30; (6) to Crewkerne, etc., 130 miles, 5s., at 12:40. 
Another class of excursion that has increased im- 
mensely of late is the afternoon trip. For short dis- 
tances these have been issued for years past, but this 
summer has seen an extension of them to consider- 
able distances. Birmingham to London and back, 
113 miles, leaving at noon and returning at midnight, 
fare 4s.is one instance. Birmingham to Bristol, 92 
miles, leaving at 2:15 and returning at 11:05, fare 3s., 


is another. English passenger traffic responds readily 
to the encouragements that it receives. In Whitsun- 
week the Lancashire & Yorkshire Railway earned 
£88,000 from passenger traffic on its 530 miles of line— 
a record that could probably not be equaled or even 
approached anywhere else in the world. 








May Accidents. 





Our record of train accidents in May, given in this 
number, includes 34 collisions, 73 derailments and 2 other 
accidents, a total of 109 accidents, in which 32 persons 
were killed and 76 injured. The detailed list, printed 
on another page, contains accounts only of the more 
important of these accidents. All which caused no 
deaths or injuries to persons are omitted, except where 
the circumstances of the accident, as reported, make 
it of special interest. 5 


These accidents are classified as follows: 
Cross- 
But- ing and 


COLLISIONS: Rages ne. other. Total. 
) 








Trains breaking in two...... etudked 0 8 
Misplaced switch..........secessceee 1 0 2 3 
Failure to give or observe signal... 1 0 0 1 
Mistake in giving or understand- 

MONNOEM iscccccavcsddcdudacccaeae 0 3 0 3 
MISCONANGOUBS cs cccvcccess ceases so ce 8 1 3 6 
Unexplained............ CE a 5 5 13 

Medd) “cucsacasideancccaqsaddea ae 9 10 34 

DERAILMENTS. 
Broken rail........... Prrrerr cr 1) Misplaced switch............ 3 
Loose or spread rail.......... 3| Deraiing switch............. 1 
Defective bridge ............. 3| Animals on track............ 2 
Defective switch....... secures 1} Landslide....... wagaceum staan 1 
Broken wheel...........s+06 SP Weel asad dasece deceeswens 3 
Broken axle............ ccccee © | TOFNAGO....0-.- ree 00s eeceees 1 
BEOROM tFUCK 0006. coccccscece 3 | Malicious obstruction....... 5 
Fallen brakebeam............ 2) Accidental obstruction...... 3 
Failure of drawbar..... acceae 4| Unexplained........... euadaae 
EN CB os 6a a eavece weccce 1 _ 
pe er ere 2 73 
Rupture of brake hose...... 3] 
OTHER ACCIDENTS. 

ober GEOG 6s ccsicccccasdéccces Ga etddddeddaad wedardavnes 1 
Other causes....... BREE Or OC CE ERC PEEL CCE CTC ELE TCC CETTE: 1 

Total number Of accidents......cccccccccccccce-csccsccccecs 109 


A general classification shows : 
Colli- Derail- Other 


sions. ments. accid’s. Total. P. c. 

Defects of road...... quanaced 0 0 8 7 
Defects of equipment....... 8 24 1 33 31 
Negligence in operating.... 13 4 0 17 15 
Unforeseen obstructions... 0 16 1 17 15 
Unexplained.......... educaee 13 21 0 34 32 
POCA a caccesanescgudacsscua 34 73 2 109 100 


The number of trains involved is as follows: 


Colli- Derail- Other 
sions. ments. accid’s. Total. 
4 20 1 25 


Passenger...... PORCOPCEC ET CTeE CUTE 25 
Freight and other...... ........... 54 53 1 108 
WAGE ciccccaccct owas: eaeadeses - 58 73 2 133 


The casualties may be divided as follows: 
Colli- Derail- Other 


Killed: sions. ments. accid’s. Total. 
Employees... '...cccsececes Wecdaues 8 2 1 
PNONRRTI 6 6c scedecccvacvacs seaee, @ 6 v0 
Getic dadevecueccccces eeweas eecae ia 6 0 9 

TE dacstaccinasncddsan caeune 10 20 2 32 

Injured: 
Employees...... ecevee coccee gacceatke 18 3 39 
RR acccdccsucss scaancavueeesi@ 20 0 25 
CRI cn cccevccccexcess aeuadiecdaas 0 12 iT) 12 

EGEMdeidessusces manesae sagecesses 23 50 3 76 


The casualties to passengers and employees, when 
divided according to classes of causes, appear as fol- 
lows: 








Pass. Pass. Emp. Emp. 

Killed. Injured. Killed. Injured. 
Defects of road.......... Oo 0 a 4 
Defects of equipment...... “ao v 3 5 
Negligence in operating..... 0 5 7 19 

Unforeseen obstructions and 

Maliciousness.............. 8 4 6 
Unexplained............ 3 12 b 5 
ED ac sccdacuccassassasen © 25 17 39 


Twenty-one accidents caused the death of one or more 
persons each, and 20 caused injury but not death, 
leaving 68 (€2 per cent. of the whole) which caused no 
personal injury deemed worthy of record. 

The comparison with May of the previous five years 
shows: 


1896. 1895. 1894. 1893. 1892. 1891. 
340 AT 42 68 61 67 


Collisions........ Se ececeece 2 4 

Derailments....... mevces ° 7388 54102 72 86 
Other accidents........... 2 6 4 6 8 19 
Total accidents........... 109 11k «61000 176s DA 166 
Employees killed........- 17 16 30 39 36 byt 
Others killed.............. 15 9 4 27 30 9 
Employees injured........ 39 62 70 94 =109 98 
Others injured............ 37. «65 41 8L sod 58 


Passenger trains involved 25 «3h 41 49 47 64 
Average per day: 


ROMAOEBS 5 cicicicdicscccces 3.52 3.58 3.23 5.68 4.55 5.35 

po Se ere 1.03 0.81 1.10 2.13 2.16 2.03 

WEA oe cccccscacceccas POS 4.10 3.58 5.65 7.06 5.03 
Average per accident: 

PR andes cccusccdawssaces 0.29 0.22 0.34 6.37 0.47 0.37 

FUNG osc dccccacccecdcusce 0.70 1.14 1.11 0.99 1.55 0.93 


Six passengers were killed in May. One of these was 
in a train overturned by the tornado near St. Louis, and 
the wonder is that a dozen or more were aot killed. The 
derailment at Boston, on the 7th, in which two were 
killed, is classed as unexplained. The State Railroad 
Commissioners made a careful investigation of the case, 
and they think that a switch tender threw a switch un- 
der the train, and after the rear truck of one car and 
the forward truck of another had been turned upon the 
wrong track, straightened the switch again. The train 
was running slowly, and this would have been possible, 
but the switch tender does not-own up to theact. This 
derailment was at an important terminal where there 
ought to have been interlocking and detector bars, and 
the Commissioners point out that with a detector bar 
the switch tender could not have made such a blunder. 
The derailment in which two passengers were killed at 


Le Mars, Ia., on the 21st, illustrates the very much 
greater risk taken in carrying passengers on freight 
trains as compared with passenger. 

There were 16 electric and cable car accidents in June, 
in which three persons were killed and 55 injured. One 
of the fatal accidents was at Buffalo. where a freight 
train ran into a street car. According to the reports the 
fault was with the street car. The other fatal accident 
was neither a collision nor a derailment; it was at St. 
Louis on the 30th. The overhead wire broke and fell 
upon the car, causing a panic; one passenger was killed 
by a shock from the wire and the other one in the strife 
of the crowd to get out of thecar. Of the other acci- 
dents seven were collisions, one was a runaway, three 
were derailments from other causes, including one from 
a broken wheel: and three street cars ran into steam en 
gines. These accidents occurred in New York, Brook- 
lyn, Philadelphia. Buffald¥Chicago, Pittsburgh, Denver 
and Wheeling. 

The disaster at Victoria, B. C., May 26, in which 55 
passengers in an electric car were drowned, does not 
come within our record. 








The “lady engineer’ has made a great advance; the 
last we heard of her she wasdown in West Virginia 
and in the remotest part of that somewhat wild state at 
that; now she appearsin Boston (or at all events the 
report is dated there), and the account of her achieve- 
ments is characterized by a literary grace that must 
comfort her soul far more than a new Spring hat could 
do, or even a shirt waist with a Merula collar. It says: 

A FAIR ENGINEER. 

BosTon, June 14.—Miss Mary Houston, the daughter 
of President Houston, of the Thompsonville (Conn.) 
Carpet Company, was at the throttle of the locomotive 
that drew the Hartford express over one of the roads out 
of Boston last night. Miss Houston has studied engin- 
eering in this country and Europe, and knows what she 
is about. The passengers did nct know that the hand of 
a young woman guided the flying train, which ran 
steadily as a grandfather’s clock and made the run 0.1 
schedule time. The regular engineer and one of the of- 
ficials of the road were in the cab to be prepared for any 
emergency, but it nevercame. Miss Houston handled 
the engine and the brakes like a veteran, blew the 
whistle at the proper places, made all the stops, eased up 
around curves and steamed valiantly up the grades and 
coasted cautiously down hill all the way to Hartford. 
We should like to swallow this story, for we hate to 
believe that a Boston reporter will lie; but the guess- 
work foundation of his yarn is too apparent. We have 
no doubt that there was a woman, young or otherwise, 
fair or unfair, either on the engine or standing near it 
when it started; but when itis asserted that her German 
University training has qualified her to blow the 
whistle, we respectfully demur. And as for easing up 
around curves, it is plainly evident that she has no claim 
whatever to be called fin de siecle: no up-to-date engine- 
man eases up on curves nowadays. Who ever heard of 
steaming valiantly up grade? If the engine did not “‘lay 
down” on the first grade she came to, it was, we doubt 
not, due to the presence and advice of the fireman. Of 
course the statement about the young woman’s ability 
to handle the air perfectly and to runinto every station 
within ten seconds of the schedule will be accepted un- 
questioningly by every one conversant with women and 
locomotives. What runnerever found it necessary to 
know the road in order to manage these unimportant 


details? 











The Train Dispatchers’ Association, whose ninth 
annual meeting was briefly reported in our last issue, 
seems to have have recovered a good share of the 
strength which it lost by the secession four years ago of 
those members who were spoiling for a fight with their 
employers. The membership is now nearly 500 and a good 
many of the conservative men who left the association in 
1892 are coming back. Besides these, 25 new members were 
received at the meeting this year, and the attendance on 
the second day was over 50. The convention made Mr. 
George W. Stevens, General Manager of the Chesapeake 
& Ohio, an honorary member. Mr. Mackie, the Secre- 
tary, delivered an address on the nature and work of the 
association, in which he showed that the Dispatchers’ 
Association occupies a useful field, which the members 
can profitably till by intelligent discussion of train rules 
and other subjects connected with their work. It is 
true, as the speaker said, that many of the intricate and 
delicate questions connected with telegraphic train orders 
can be discussed better by a company of experienced und 
clear-headed dispatchers than by superintendents and 
other officers whose minds are filled with a thousand 
other things, crowding out the dispatchers’ technicali- 
ties with which they were formerly thoroughly familiar. 
Nearly every conscientious railroad officer who formerly 
handled trains, but whose mind has for some years been 
turned in other channels, recognizes that he is more or 
less rusty on some of the delicate points of every-day 
practice. Mr. Mackie reinforced his arguments by a 
reference to the fact that the views elaborated in the 
dispatchers’ discussions in past years have modified the 
opinions of general managers and have become fixed in 
well-settled rules. A paper was read at the convention on 
the subject of Rule 523 (now 473), and Form L, which we 
hope to reprint, though it is crowded out of this issue 
for lack of space. 








Atlantic City engine No. 1,027, which was illustrated 
in our last issue, has madea run which seems to be a 
little better than those of No. 1,026, the details of which 
we gave. On Saturday afternoon last, No. 1,027 took 
the four o’clock train from Camden to Atlantic City in 
57 minutes, and the total weight of the train, exclusive 








486 


of engine and tender, was 701,450 lbs. There were 11 
cars, a considerably heavier train than any of those 
shown in the former record. There was one combina- 
tion car, 53,800 lbs., 7 passenger cars. 53,950 Ibs. each, 
and three parlor cars 90,000 lbs. each. The engine and 
tender weighed 226,000 Ibs., making the total weight of 
the train 927,450 lbs. The distance being 551¢ miles, the 
rate of speed was 58.42 miles an hour. The weight 
on the driving wheels of this engine is 78,600 lbs.; diam- 
eter of drivers, 8414 in.: cylinders, 13 in. and 22 in. x26 
in.; heating surface, 1,835.1 sq. ft. On June 22, 1891, the 
Chicago Limited of the New York Central made a fast 
run with a train about the weight of this one, or, to be 
exact, 717,000 lbs., exclusive of engine and tender; and 
the speed of that run, exclusive of the stops to change 
engines, was 51.31 milesan hour. The only other run 
which we recollect, with a train of about this weight, was 
the experimental trip over the New York Division of the 
Pennsylvania, reported in the Railroad Gazette of Jan. 
17 last. In that case the weight of the cars was 663,827 
Ibs. and of the engine and tender (class L., No. 1651) 
204.800 Ibs. The speed from Jersey City to Philadelphia, 
90 miles, was 53.885 miles an hour and for 40.8 miles, 
west of Princeton Junction, it was 60.48 miles per hour. 


+ —— 





In speaking Jast week of blacklisting we alluded to 
alleged cases of convictions of railroad officers tor this 
crime. One such case, that at Vincennes, Ind., proves to 
have been nothing but a verdict of a jury. A later re- 
port says that the court set the verdict aside, retrying 
the case and deciding that there is nothing in the statute 
on the subject which can be interpreted as being de- 
signed to protect an employee (who has struck or been 
discharged) by requiring employers, or any one else, 
to refrain from making the fact known. The re- 
porters, in their zeal to please ‘labor,’ seem to 
fall into the habit of dealing very carelessly with 
the facts. Evidence of carelessness is seen in the 
item which we now refer to. It its clearly unfavorable 
to the agitators, and yet it comes in the shape of an ad- 
dendum to a Chicago despatch of the opposite tenor, that 
is, one which has no excuse for being except as a favor 
to the agitators. Probably they are like the man who 
was glad to be arrested as a pickpocket rather than 
not have any notoriety at all; and so are pleased to have 
their doings magnified in any way that the reporter can 
devise, 





The Milwaukee street railroad strikers have abandoned 
their boycott against their former emyloyers and the 
Employees’ Association has given up running omni- 
buses. ‘hus it appears that the sympathy of the public 
is a doubtful staff to lean upon, even where you have 
four-fifths of the people on your side, as is said to have 
been the case at Milwaukee. Whatever the sins of the 
street-car company and the depth of the indignation of 
the people against it, the contest. was, after all, decided 
by the practical factors of speed, comfort and cost. It is 
all very well to ride in a lumbering omnibus as an evi- 
dence of right sentiment, but the people of Milwaukee 
probably see by this time that that is not the best way 
to fight a street-railroad corporation. 


Railroad Building in 1896. 





The records of the new railroad building in the United 
States in 1896, which we have gathered, show that 
7i7 miles of road has been built in the first half of the 
year. The total is not very different from the amount 
of new railroad which has been constructed in the first 
half of any year, since the conditions in 1893 called a 
sharp halt in railroad building. Last year, 622 miles of 
new road was built up to July 1, and the record in 1894, 
only 495 miles between Jan. 1 and July 1, showed 
how decisively extension work had been stopped. Fig- 
ures asto the new track built in the first half of the 
year for seven years past make some interesting compari- 
sons. 

1806 1805 1804 1893 1892 1891 1890 
T17 620 405 1,025 1,284 1,704 = 2,055 

It will be seen how greatly railroad extension has been 
checked by the conditions of the past few years, and 
there are no substantial signs that any large relative in- 
crease is to be expected in the near future. 

Much the largest mileage, credited to any one com- 
pany, of the total given for the six months, is that built 
by the Kansas City, Pittsburgh & Gulf, nearly 140 miles, 
in Arkansas, Texas and the Indian Territory. The 
second Jongest line was built by the San Francisco & 
San Joaquin Valley Road, 55 miles, in California. 

The detailed statement of the new mileage by states is 
as follows; 


1896. |1895.|1894. 


1896. | 1895. |1894. 

















Alabam?....... 25.5 20 |.....||Missouri. © | 17.5! 6 
Arizona ‘ler....| ....| 64.6) 23. ||New Jersey....| 4 |.. ..| 35 
Arkansas ...... 77 25.3) 19 {|New York.....] 1 26.3) 2 
California . 101.5 23.5 18 ||North Carolina} 3 | 18.9) 19 
Colorado...... eS ere |. ee 29.5) 43 
SIOLIGR «2 sc000s 50 7 50 | |Oklahoma Ter.|.....} er leases 
Georgia 45.3 67.5] 8 Pennsylvania .| 37 | 47.8) 30 
lilinois. | 22 8 4 |south Caroliou)... .|..... | of 
Indiana....... BS) BOD oxse Tennessee ... .| 15 |..... linsou 
indian Ter.....| 4l B13) s.< cl PRR. - <5 sence] amenl at. | 4D 
ea Se Mixewes Utah Ter ...... i 2 Seer 
Kansas.... . coeel ee: tease WORIOGES 5 inecst B leoccel conse 
Kentucky...... SS ae . Virginia...... 14) 4 3 
Louisiana...... 33 2 | 36 (Washington. Mh -Jesecejoores 
Maine......... Zz | i ae |\West Virginia 4.5) 13 | 27 
Maryland...... a .. |Wisconsin..... 28.3) ....| 24 
Michigan...... 40 9:5) 6 WY POE 60:05:60 |sannal ous -| 20 
Minnesota.....|..... e.4) § ||—-—— - 
Mississippi ..... 22 3 rotal U. S.../717.3/6 


\ 
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The total for 1896 includes 20 miles on the Gulf & Ship 
Island road in Mississippi. This company has practically 
built 40 miles of new road this year. Of this, however, 
20 miles was in rebuilding an old road on which track 
was laid some years ago, though the line has not been in 
operation, and new track has been laid this year. 








Universal Unlocking Lever. 





The engraving represents the end of a flat car to which 
is attached the universal unlocking lever made by the 
Buckeye Malleable Iron and Coupler Co. This lever is 
so constructed that the coupler is readily uncoupled 
when the car is loaded with timber or rails, projecting 
over each end of the car. The lugs shown on the lever 
are for the purpose of holding the chain in place to suit 
the different locations of the locks of different couplers 








The Master Car Builders’ Convention. 





(Continued from page 453.) 


The officers were installed, brief speeches of accept- 
ance were made by Messrs. Crone, Bronner, Schroyer 
and Chamberlain, and, Mr. Crone having taken the 
chair, the thirtieth annual convention adjourned. 

EXHIBITS, 


Alexander Car Replacer Mfg. Co., Scranton, Pa.—Model of 
the Alexander car and engine replacer, a pair of replacers ard 
specimens Of the Von Weisenflue air-brake filter. 

‘ American brake Beam Co., Waukegan, Ill.—Full size brake 
eum. 

Armstrong Bros. Too) Co,, Chicago, Il1.—Specimens of pat- 
ent tool holder for turning, planing and boring metals 

Betts Automatic Coupler Co., Wilmingtun, O.—Model of 
patent car coupler. 

FE. . Bird & Son, East Walpole, Mass.—Samples of Colum- 
bia car roofing. . 

Willard A. Bonne, 26 Broadway, New York City.—Patent 
lantern. 

¥ cape 





Hale & Kilburn Mfg., Co., Philadelphia, Pa.—Specimen 
Waik-Over and “No. 75” car teats. The company also ex- 
hibits one of 1,400 Spring Kdge Cushion Seais placed in 50 
coaches built for the New York, New Haven & Hartford R. R. 
in May. 1882, which was recently removed from Car No. 195. 
The other seats are still in service. 

M. C. Hommett, Troy, N. Y.—To the exhibit already men- 
tioned, a pneumatic bell ringer and automatic feeding guide 
and main rod cups were added after our last issue had gone 
to press. 

E. W. Harris, Palisade, Nev.—Exhibits the Davis variable 
exhaust nozzle for locomotives. _ 

S. T. Hodge & Co., Detroit, Mich.—McCoy lubricators for 
locomotives and stationary engine cylinders, with improved 
over-pressure valve, steam tube leading to cylinders and 
method of replacing sight feed glass without stoppage of, or 
invonvenience to, engine, These improvements are also shown 
in sections. In addition a gas-engine lubricator, equalzing 
check valves, improved drain valve and McCoy ‘*Perfoction” 
glass oilers with sight feed, pendulum Jens and patent regu- 
lating device are exhibited. 

Jerome Metallic Packing Co., Chicago, I!l.—The McIntosh 
pneumatic blow-off cock, to oe operated by air from the cab 
of a locomotive, and samples of the Jerome metallic packing. 

H, W. Johns Mfg., Co., 87 Maiden Lane, New York City.—A 
complete line of asbestos roofing, roof coatings and cements, 
building felt, waterproof sheathing, cement felting, air- 
chamber coverings, sectional pipe coverings, fire felt, 
locomotive lagging, sponge felt, asbestos-sponge cement 
felting, asbestos rope packing, wick packing and sheet pack- 
ing, vulcanized rope packing, asbestos and rubber cloth, tape 
and gaskets, asbestos cloths, fireproof rope, cords, twine, rugs, 
mats and screens. asbestos furnace and retort cement, plastic 
stove lining and concrete coating add vulcabestor insulation 
for steam pipes. Some asbestos roofing and paint were ap- 
plied to the shed over the boiler, which furnished steam for 
certain exhibits referred to in our Jast issue. 

Keasbey & Mattison Co., Ambler, Pa—Magnesia lagging 
for locomotive boiler. 

J.C. Look, San Jose, Cal.—Model of bottom lock lever for 
eac coupler. 

Manning Couple & Machine Co., Alianta. Ga.—Model and 
full size automatic gravity coupler, link-and-pin type. 

Mason Regulator Co., Boston, Mass.—Specimens of the 
Mason locomotive reducing valve, air-brake pump regulator 
and pump pressure regulator, and a model of the Mason im- 
proved steam pump. 

James McGee, Houston, Tex.—Model of patent beamless 
car brake, 

Thornton N. Moteley & Co., 43 John street, New York City. 
—Samples of the Le Bel electric kindler for lighting fires in 
locomotive and stationary boilers. 





Universal Unlocking Lever. 


Bruner, Sprague & Co., Chicago, I11.—Samples of asbestos 
for lagginy locomotives, steam pipes and ali surface work in 
plastic form and for insulating cars and buildings. 

L. C. Chase & Co., Boston, Mass.—Specimens of mohair car 
plushes, plain and frieze, made by the Santora Mills of Maine. 
Also samples showing tbe various processes through which 
the hair from the Angora goat is put before it finally becomes 
plush. 

Crosby Steam Gage & Valve Co., Boston, Mass.—The Crosby 
muffler, thermostactic water back locomotive steam gage 
recuiding steam gage for controlling air-brake service and 
tests; steam engine indicators. with Sargent electric attach- 
ment tor taking any number of cards simultaneously; chir 
whistle, test gages and Johnson’s blow-off valves. 

Davis Car Shade Co., Portland, Me.—Samples of the Davis 
Automatic car window shade. 

Detrick & Harvey Machine Co., Baltimore, Md.—An open 
side planer, Adams double bolt threader and a Smith band 
saw filing and setting machines are shown in operation, A 
ba ag model of the Adams single bolt threader is also ex- 

1bited, 

Detroit Lubricator Co., Detroit, Mich.—_An improved triple 
fecd lubricator having entirely new features for introducing 
oilto the cylinders of locomotives (against back pressure), 
and especially in engines cairying high steam pressure. 

Dressel Railway Lamp Works, 1596 Vanderbilt avenue, New 
York City. ‘Train marker lamp, for rear of trains; revolving 
deck caboose lamp ; classification locomotive lamp and sam- 
ples of the new separable Dressel burner. 

Ricnard Dudgeon, 24 Columbia street, New York City.— 
Plain 15-too hydraulic claw jack; horizontal 15-ton hydraulic 
claw jack, with shifting claw; 15-ton hydraulic base claw 
jack; 7-Lon car brass jack; a hydraulic punch and stand, and 
a rolier-tube expander. -“ 

Dumping Car Improvement Co., 26 Cortlandt street, New 
York City.—A full size McMahon door operating device for 
ere bottom cars. 

Juval Metalhe Packing Co., 43 John Street, New York City. 
—samples of Duval metallic packing for locomotives, steam- 
ships, stationary and pumping engines. 

Kastwooa Wire Mig. Co., Belleville, N. J.—Samples of 
Eastwood valves with renewable copper discs. 

Silas Fader, Vancouver, B. C.—Model of patent device for 
operating dump car doors. An attachment was applied to a 
car of ube S. & H. Canal Co. for exhibition purposes. 

falls Hollow Staybolt Co., Cuyohoga alls, O.—Samples of 
hollow satety staybolt iron for use 1n locomotive, marine and 
stationary boilers. 

General Agency Co., 168 Broadway, New York City.—Full 
s1ze and sectional Smith triple expansion exhaust pipes for 
locomotives. ; 

General Electric Co., Schnectedy, N. Y.—Large photograph 
of electric locomotive drawing the Koya) Blue train through 
the Baltimore tunnei of the Baltimore & Ohio R. R., anda 
stand containing 48 views of motors, dynamos, generators, 1n- 
teriors of power plants and cf electric locomotives for surface 
and mine railroaus. 

Goodwin Car Co., 55 Broadway, New York Gity.—Model, 
photographs and sectional drawings of the Goodwin patent 
dump car. 

J. Milton Hagy, Philadelphia, Pa.—Samples of the Edgar 
patent knotted waste ball journal packing for locomotives and 
cars, 


Oval Brake Beam Co., Boston, Mass.—Marden pressed steel 
hollow brake beam. 

Plush Renovating Co., Baltimore, Md.—Sample3 of plush 
cleaned and renovated by the “arcanum” powder compound. 

Job T. Pugh, Philadelphia, Pa.—Samples ot augers, machine 
bits and holiow mortising chisels. 

Schirra Car Seal Co., Pitusburgh, Pa.—Samples of patent 
seal for freight car doors. 

8. & 8. Coupler Co., Louisville, Ky.—Mudels of two styles of 
automatic link and pin couplers and model of a combined auto- 
matic link and pin and vertical plane coupler. 

Standard Paint Co., 81 John street, New York City.—Sam- 
ples of P. & B. Ruberoid car roofing and P. & B. insulating 
and sheathing paper and electric insulating tape. 

Universal Safety Car Bearing Co., Jersey City, N. J.—Sam- 
ple and model of Baker’s universal safety journal bearing. 

Royal C. Vilas, Chicago, 111.—Exnhibiuuon of the National 
electric headlight applied toa locomotive of the Delaware & 
Hudeon Canal Co. 

Westinghouse Air Brake Co., Pittsburgh, Pa.—Mounted and 
unmounted specimens of the Westinghouse friction draft 

ear. 

Clarence Whitman & UCo., 39 Leonard street, New York 
City —Model of a section of a smoki' g car showing the app)li- 
cation of Pantasote, a substitute for leather, to car window 
curtains, head linings and car upholstery. Two Pantasote 
car winoow curtains, that had been in use on the New York 
Central & Hudson Kiver for two years were exhibited as was 
also a carseat upholstered with the same material, having 
had two yeats of service inasmoking car of the Delaware, 
Lackawanna & Western. 

William Wolstencroft’s Sons & Co., Frankford, Philadel- 
phia, Pa.—Pneumatic tools for calking, beading flues, chip- 
ping, removing scale from armor plate and sand and scaie 
from steel castings. 

Among the many novel features of the exhibits was a sec- 
tion of uw baggage car emboaying some suggestions for the 
arrangement of bicycles while in transit. This was submitted 
by the League of American Wheelmen. 











Train Accident, in the United States in May. 


COLLISIONS. 
REAR, 


3d, on Pittsburgh, Fort Wayne & Chicago, near Mill- 
brook, O., a freight train broke in two and the rear por- 
tion afterward ran into the forward one, wrecking 8 
cars; one brakeman injured. 

1l p. m.,on Chicago Great Western, near Syca- 
more, I1]., a freight train broke in two, and the rear por- 
tion afterward ran into the forward one, rupturing an 
oiltank. The gas escaping from the tank was ignited 
by the conductor’s lantern and exploded, destroying 
three other oil tanks and several other cars and build- 
ings standing near, including a dining-car. The con- 
ductor was burned to death. 

16th, on New York Central & Hudson River, near Sus- 
pension Bridge, N. Y., a freight train ran over a mis- 
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placed switch and into the rear of a switching freight, 
standing on the sidetrack; 4 trainmen injured. : 

And 12 others on 8 roads, involving 1 passenger train 
and 16 freight and other trains. 


BUTTING. 


2d, on Northern Pacific, at Livingston. Mont., butting 
collision between a west-bound passenger and an east- 
bound stock train, makivg a bad wreck. The engineman 
of bs freight was killed and 6 other trainmen were in- 
jured. § 
3d,on Southern Railway, near Proffit. Va., butting 
collision between a north-bound fast freight and a south- 
bound freight drawn by two engines, wrecking all 3 en- 
ines and 14 cars. Two firemen were injured, one fatally. 
t is said that the engineman of the north-bound train 
failed to read an order which he had received, directing 
him to stop at Proffit. 
19th, on Columbia,Newberry & Laurens, near Chapins, 
S. C., butting collision of freight trains, wrecking both 
engines and 12 cars, which took fire and were burned up; 
engineman and two tramps killed. It is said that a tele- 
graphic order was misunderstood. 
19th, on Norfolk & Western, near Ceredo, W. Va., 
butting collision of freight trains, wrecking the engines 
and 20 cars. <A tramp was killed. 
23d, on Duluth & Iron Range, near Tower, Minn., 


butting collision of freight trains, wrecking one engine . 


and several cars. One engineman and one fireman were 
killed and two other trainmen were injured. : 
And 4 others on 4 roads; involving 1 passenger train 
and 7 freight trains. 
CROSSING AND MISCELLANEOUS. 


5th, on Ohio River road, near Belleville, W. Va., a 
freight train descending a grade broke in two and the 
forward portion, after running about a mile, was stopped. 
It wasthen run back at considerable speed and met the 
rear half, making a bad wreck. Two brakemen were 
injured, one of them fatally. 

6th, at Fort Worth, Tex., a passenger train of the 
Missouri, Kansas & Texes was run into by a switching 
freight train of the Texas & Pacific, damaging 3 passen- 
gercars. Five passengers were injured. 

9th, on Norfolk & Western, near Portsmouth, Va., 
collision of freight trains due to a misplaced switch, 
making a bad wreck. One engineman was injured. 

20th, on Pennsylvania road, at Leaman Place, Pa., a 
local freight train switching on the main track was run 
into by a fast through freight, wrecking 16 cars; engine- 
man and fireman injured. 

And 6 others on 6 roads, involving 12 freight trains. 


DERAILMENTS. 


DEFECTS OF ROAD. 

3d, on Houston, East & West Texas. near Livingston, 
Tex., a passenger train broke through a bridge and 3 
cars were badly damaged. The engineman was killed. 

4th, on Baltimore & Ohio, near New Haven, O., a 
freight train was derailed by a broken rail and 18 cars 
were wrecked. One brakeman and 6 tramps were in- 
jured, two of the latter fatally. 

6th, on Canadian Pacific, at Lake View, Me., a pas- 
senger train was derailed by spreading of rails anda 
brakeman was injured. 

15th, on New York Central & Hudson River, at Buf- 
falo, N. Y., the Empire State Express, running about 
20 — an hour, was derailed at a defective facing point 
switch. 

16th, on St. Louis & San Francisco, near Carthage, 
Mo., the engine of a freight train broke through a bridge 
which had been weakened by a freshet, and the engine- 
man and fireman were injured. 

And 8 others on 3 roads, involving 3 freight trains, 

DEFECTS OF EQUIPMENT. 


19th, on Lake Shore & Miehigan Southern, near Toledo, 
O., an empty stock car in a freight train was crushed by 
the sudden stoppage of the front portion of the train, in 
consequence of the rupture of an air-brake hose, and 6 
tramps riding in it were injured, one of them fatally. 

23d, on Southern Railway, at Evington, Va., a carina 
freight train was derailed by a drawbar, which broke 
and fell upon the track, and 5 cars were wrecked. The 
fireman was injured. 

26th, 1 a. m., on Northern Central, near Fisher’s Ferry, 
Pa., 15 cars in a freight train were derailed by a sudden 
stoppage due to the rupture of an air-brake hose. A 
lantern in a horse car started a fire and 5 cars were 
burned up. A brakeman was badly injured. 

A few hours later, at Kapps, the forward part of this 
train, which had continued its journey, was again de- 
railed from a similar cause and 3 cars were ditched. A 
brakeman was injured. 

30th, on Western New York & Pennsylvania, near 
Ebenezer, N. Y., a freight train was derailed by a broken 
wheel and 18 cars were wrecked. A brakeman was killed. 

And 19 others on 13 roads, involving 3 passenger and 16 
freight and other trains. 

NEGLIGENCE IN OPERATING. 

20th, on Pennsylvania road, near Bolivar Junction, 
Pa., a freight train was ditched at a derailing switch 
and the engine fell down a bank. The fireman was 
badlv injured. 

And 3 others on 3 roads, involving 1 passenger train 
and 2 freights. 

UNFORESEEN OBSTRUCTIONS. 


2d, on Northern Central, near Georgetown, Pa., a 
Philadelphia & Erie passenger train was derailed by a 
landslide and most of the cars fell down a high bank. 
The express messenger was injured. 

4th, 3 a.m., on Burlington & Missouri River, near 
Liberty, Neb., a freight train was derailed by a washout 
and 3 cars were wrecked; conductor and engineman 
killed and fireman injured. 

13th, 3 a. m., on Chicago Great Western, near Talmage, 
Ia., a passenger train was derailed at a washout on 3 
passenger cars went into the ditch. Two passengers 
were injured. 

15th, on Chicago, Milwaukee & St. Paul, at Waléo, 
Wis., a freight train was derailed by a pile of sleepers 
lying on the track, and the engine and 7 cars were 
wrecked. The engineman, one brakeman and a tram 
were killed and the fireman and one tramp were injured. 

16th, on Chicago, Burlington & Quincy, at St. Augus- 
tine, Ill., a freight train was derailed by running into a 
corn crib, which had been blown upon the track by a 
high wind. 

17th, on Little Rock & Memphis, near Brinkley, Ark., 
a yer ey! train was derailed by running against a tree 
which had fallen upon the track,and after running a short 
distance on the sleepers the “a fell through a trestle; 
engineman and fireman injured. 

21st, 10:30 y m.,on Chicago, St. Paul, Minneapolis & 
Omaha, at Le Mars, Ia., a freight train moving back- 
ward slowly (in the yard) was derailed by running over 
a cow, and 2 passengers riding in the caboose were killed. 

27th, 5:30 p. m., on the bridge at St. Louis, Mo., a 
passenger train on the Chicago & Alton, running on the 


north track, was overturned by a tornado, two of the 


cars falling over upon the south track. Only 2 passen- 
gers were seriously injured. 

27th, 6:15 p. m., on Terminal Railroad, at Granite City, 
Il., 6 cars of a passenger train were overturned by a 
tornado. There were in the cars about 300 passengers, 
but the train was moving slowly at thetime and only 3 
or 4 passengers were very much injured. One of these, 
however, was fatally hurt and another probably so. 

And 7 others on 7 roads, involving 4 passenger and 3 
freight trains. 


UNEXPLAINED. 


7th, on New York, New Haven & Hartford, at Park 
Square Station, Boston, a passenger train was derailed at 
a switch and 2 or 3 cars were considerably crushed. Two 
passengers were killed and the engineman and 1 pas- 
senger were injured. 

8th, on Illinois Central, near Brookhaven, Miss., a 
train consisting of an engine, one car and caboose was 
derailed and overturned ; 2 trainmen injured. 

8th, on New York, New Haven & Hartford, at Pelham 
Manor, N. Y., a freight train was derailed and a brake- 
man injured. 

9th, on Ohio Central, near Ohio City, O., a carina 
pooemnare train was derailed and 2 passengers were in- 
jured. : 

ilth, on Florida, Central & Peninsular, at Anderson, 
Ga., the tender of the locomotive of an excursion train 
was derailed, and, with 4 cars, fell into the ditch. One 
passenger was killed and 9 injured. 

llth, on St. Louis, Iron Mountain & Southern, near 
Austin, Ark., a freight train was derailed and 5 loaded 
cars were ditched. Two tramps were killed. 

13th, 3 a. m., on Baltimore & Ohio, near lJineral Sid- 
ing, O., the tender of the engine of a passenger train 
was derailed and the fireman was injured. 

13th, on Union Pacific, Denver & Gulf, at Sullivan, 
poco a freight train was derailed and 2 tramps were in- 
jured. 

23d, on Atlantic & Pacific, near Albuquerque, N. M. 
a car of petroleum in a freight train was derailed and 
took fire in some way and exploded, wrecking 5 cars 
and a caboose, which were burned up. A brakeman was 
fatally injured. 


And 12 others on 12 roads, involving 2 passenger and 10 
freight and other trains, 


OTHER ACCIDENTS, 


18th, 9 a. m., on West Shore road, near Tomkins Cove, 
N. Y., a passenger train ran against a keg of gun — 
der which had been placed between the rails, and a loud 
explosion followed. The engineman was looking out of 
the window at the time and lost his moustache and eye- 
brows by the fire that accompanied the explosion. 

27th, on the Rio Grande Western, near Helper, Utah, 
the locomotive of a freight train was wrecked by the 
explosion of its boiler; conductor and one brakeman 
killed, engineman and fireman injured. 

A summary will be found in another column. 








TECHNICAL. 





Manufacturing and Business. 
The order of the Pedrick & Ayer Co., of Philadelphia, 


for tools for the locomotive works to be built for the ~ 


Sarmova Co., at Nijni Novgorod, Russia, includes large 
open side planers and a standard 12 x 30 shaper; pneu- 
matic equipment, consisting of air compressor, etc., a 
number of hoists, and alsoa large number of Phoenix 
drills, otherwise known as the Heseler Pneumatic 
drills. 

The Pawtucket Manufacturing Co., of Pawtucket, 
R. I., has received an order for 15 bolt machines for the 
Russian-American Locomotive Works. 


The Illinois Steel Co. has declared a quarterly divi- 
dend of 114 percent. President Gates says that the com- 
pany was never in better condition. The works are run- 
ning to their fullest capacity and the output is sold for 
three months ahead. 

The Brown Hoisting and Conveying Machine Co. has 
just sold to E. D. Smith & Co., contractors, two of its 10- 
ton locomotive cranes, which will be used in the work of 
the firm in extending the wheel pits of the Niagara Falls 
Pover Company to accommodate seven more 5,000 H. P. 
turbines. These cranes will be fitted with extra large 
drums to take the great length of rope that will be re- 
quired in hoisting out in the wheel pits. 

The Clayton Air Compressor Works, with office in the 
Havemeyer Building, New York, reports that its busi- 
ness during the past few months shows a very large in- 
crease in volume as compared with the same period last 
year. One of the recent impertant instalments of Du- 
plex compressors has been at the Pennsylvania shops at 
Altoona. 

W.S. Calhoun, who has been the railroad representa- 
tive of the Brussels Tapestry Co., of Chauncey, N. Y., 
has been appointed General Manager of the Company. 

Thomas A. Smyth bas been appointed Receiver of the 
Auto-Pneumatic Signal Company, of Rochester, N. Y. 
The application for a Receiveship was made at the in 
stance of James H. McCartney. 

The court has authorized the sale of the old Harris- 
burg (Pa.) Car Works, which have long been idle. The 
order of sale was the result of a bill in equity filed by 
stockholders of the car company. 

Hauss iron mail cranes are being erected along the 
Louisville Division of the Pittsburgh, Cincinnati, Chi- 
cago & St. Louis, and the cranes will be ready for use 
some time this week. The Lehigh Valley and the 
Cleveland, Cincinnati, Chicago & St. Louis are also put- 


ting up cranes of this patent. It delivers and receives 


mail pouches from trains moving at any speed, and its 
use has been approved by the United States Post Office 
Department. 


fron and Steel. 


The Bethlehem Iron'Co. has practicaily completed its 
slabbing mill and large plate mill at South Bethlehem, 
Pa, The new plate mills are housed in a building 1,000 
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ft. long, which forms an extension of the open-hearth 
department. 

A new casting plant, for the production of open-hearth 
steel, is being finished at Montpelier, Ind., by the Indi- 
ana Steel Casting Co. Seven brick buildings have been 
already erected, and one 15 ton open-hearth furnace has 
been completed. Natural gas will be used as fuel. The 
company proposes to make castings of all grades. 

An open-hearth steel plant is soon to be erected at 
Sharon, Pa., to be operated in connection with the plant 
of the Sharon Iron Co., at Sharon. The mill will be 
built by a new company, the officers of which will be 
Frank Buhl, President; Theodore Buhl, Vice-President; 
David Adams, Treasurer, and J. M. Pressley, Secretary. 

The Berlin Iron Bridge Co. has the contract for a steel 
rolling mill building, 103 ft. x 112 ft., for the Pennsyl- 
vania Bolt & Nut Co, of Lebanon, Pa. The building 
will have a steel frame and the roof and sides wil] be 
corrugated iron. 


New Stations and Shops. 


The plans for the new shops of the Merchants’ Des- 
patch, near Rochester, N. Y., have been completed, and 
the erection of the buildings will begin shortly. The site 
selected is at the new town of Penfield, on the line of 
the New York Central, with a track frontage of 1,800 ft. 
The buildings will be constructed of brick and iron and 
will consist of a main building, 125 x 600 ft.; another 125 x 
300 ft.; a machine shop, 100x200 ft.: a general storage 
house, 60 x 300 ft.; together with a paint shop, blacksmith 
shop, power house and detached office building. Atthis 
plant will be concentrated the repair work of all the 
cars owned and operated by the company, upward of 
10,000. Heretofore the work of the Merchants’ Despatch 
has been done at Buffalo, Depew, and other points, but 
these shops will be abandoned and the entire plant 
located at Penfield. Heretofore less than one-third of 
the repair work of the company has been done at the 
Rochester shops. The new plant when in operation, 
which it is stated will be some time during the coming 
fall, will give employment to upwards of 1,000 men. 


The directors of the Georgia Car and Manufacturing 
Co.. which proposes to build car shops at Savannah, Ga., 
announce that the charter will be issued in a few days, 
and that with the organization of the company formally 
completed, work on the plant will begin at once. The 
principal buildings will consist of the following: An 
engine and boiler-house 75 ft. x 106 ft.; a machine, black- 
smith and workshop 106 ft. x 375 ft.; a building for the 
office; also warerooms, patterns and cabinet work 106 ft. 
x 150 ft.;a shop for passenger cars 106 ft. x 500 ft.;a 
planing mill 106 ft. x 500 ft.; lumber warehouse 106 ft. x 
150 ft.; a freight-erecting shop 106 ft. x 600 ft.; a wharf 
and a lumber warehouse. 

Testing Alabama Ores. 
Mr. E. A. Blankman, Government Assayist, has been 
making an examination and test of the ores at Birming- 
ham, Ala., to determine their adaptability to steel for 
cannon and armor plates. Mr. Blankman’s mission is 
to determine whether the Alabama ores are suited to 
cannon making, without admixture. 


Bids tor Torpedo Boats, 


The Navy Department at Washington has prepared a 
draft of an advertisement inviting bids for the construc- 
tion of the 13 torpedo boats which have been authorized 
by Congress. Three of the boats are to have a speed 
of 30 knots an hour, tae other 10 being divided into 
two classes, with speed limits of 22!¢ knots and 20 knots 
respectively. 


60-{t. Rails for the Panhandle. 


The officers of the Panhandle Division of the Pennsyl- 
vania have decided to lay heavy 60-ft. rails through all 
the tunnels of the road, as it becomes necessary to re- 
place the old rails. : 


The Electric Headlight. 


One convention exhibit which can be classed as an en- 
tertainment was given by Koyal C. Vilas, of Chicago, 
through the courtesy of Superintendent Hammond, of 
the Delaware & Hudson Canal Co. On Monday and 
Tuesday evenings of this week a number of railroad of- 
ficials and others left the depot in Mr. Hammond’s in- 
spection car for an exhibition of the National Electric 
Headlight, with which one end of the car is equipped. By 
trial made by members of the party, a newspaper was 
readable 120 rail léngths, or 3,600 ft. from the car. Sig- 
nals could be readily seen at even a greater distance, a 
red signal having been plainly distinguished at a dis- 
tance of one and one quarter miles from the car, For 
regular service on a locomotive, the engine and dyna- 
mo, the former taking steam from the locomotive, 
are placed between the smoke stack and headlight, 








THE SCRAP HEAP. 


Convention Notes. 


The chairmen of the various committees appointed by 
the Supply Men’s Association, at their meeting on 
‘tuesday evening, have announced the following as 
assistants: 

Finance: J. L. Mallory, Chairman; Richard P. Scales, 
H. A. Norton, W. P. Cosper, I. A. Barbey and E. B. A. 
Twining. Entertarnment: R. C, Fraser, Chairman; S. 
D. Barnett, E. H. Power, W. D. Sawyer, C, D. Bailey, A. 
L. Whipple, Jr., J. B. Hicks, A. C. Jounieen, ¥. A. Bar- 
bey, G. H. Bryant, W. H. Robinson, J. F. Muldvon, F, 
M. Curtis, J, E, Howe, F, 5, DeRonde, R. L. Thomas, 
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W.H. Andrews, W. G. Irwin, J. G. Hendnckson and D. 
C. Noble. Carriages and Transportation: W. E. Bry- 
ant, Chairman: John B. Hicks, Alfred F. Conklin, 
George L. Fowler, James E. Minor, Fred M. Patrick, 
Chas. W. Martin Jr., C. Arthur Johnson, William Ross 


and Jas. Schevers. Flowers: AH. Zenner, Chair- 
man; W. E. Bryant, I.. B. Sherman, G. H. Bry- 


ant, B. E. D. Stafford, W. M. Simpson. E. VanCamp, 
George H.Sargent and J. D. Styles. Printing: James 
H. Bailey, Chairman; W. D. Crosman, C. F. Street, 
Harry W. Frost, R. VanArsdale, John A Chater, W. Y. 
Barnet, L. B. Sherman, J. B Ecclesine, John N. Rey- 
nolds and E. A. Simmons, 

At a meeting at Congress Hall uf the Secretaries of the 
different railroad clubs, there were present: E. L. James, 
of the New England Club; S. A. Charpiot, of the Scuth- 
ern and Southwestern; Harry D. Vought, of the Central; 
W. W. Wheatley, of the New Yerk, and Walter D. Cros- 
man of the Western Club. Messrs. “gy po of the 
Northwest Club, and Morse, of the new St. Louis Club, 
were detained, but sent letters indorsing the objects of 
the meeting, viz., harmonizing and standardizing of 
methods, interchange of ideas, etc. Another meeting 
will be held in Buffalo in September, and it is planned 
to hold semi-annual meetings, 


Ruaitroad Legislation in Ohio. 


The report of railroad legislation in Ohio, printed in 
our issue of June 12, should be supplemented by the two 
following paragraphs: 

Senate bill No. 356 declares bicycles to be baggage and 
requires them to be transported the same as other bag- 
gage. They need not be crated and no more than one 
need be carried for any one person. 

House bill No. 598 requires every railroad to puta 
chemical fire extinguisher on every passenger train 
within a year and cone on each passenger train yearly 
thereafter until every car is equipped. If extinguishers 
cannot be procured for less than $15 apiece the law does 
not apply. The Railroad Commissioner is to supervise 
the execution of the law, approve extinguishers and 
designate which cars shall be first supplied. The penalty 
for violation of the law is $25 to $100 a day. 


Accident on the Lake Street Elevated, Chicago, 


At 10:15 o’clock, Saturday morning, June 20, a train 
on the Lake Street Elevated road left the track just 
west of Talman avenue. The train consisted of one 
motor car and two trailers. The motor car. after run- 
ning over the ties for a short distance, left the structure 
and fell to the street below. The second car likewise 
left the track but remained on the structure, one end 

srojecting beyond the iron work. The third car did not 

eave the track. The motor car wascompletely wrecked, 
but the second and third cars were not so badly broken. 
The track was damaged only to the extent of a few 
beokeu ties and tin.bers. The motorman and five pas- 
sengers, who were in the forward part of the train, were 
injured, the motorman only escaping instant death by 
jumping from the car before it fell into the street, but 
his injuries are very serious. No trains were run from 
the time of the accident untilthree o’clock Sunday after- 
noon, and they were then hauled by steam locomotives 
on the old schedule. ; 

The cause of the accident cannot be definitely stated 
now, but from the best information at hand, it appears 
that the car was running fast on a sharp. reverse curve 
and at this point there is a switch where a siding joins 
the main track. The most likely supposition is that the 
front car left the track at the switch, as there were no 
guard rails at either the switch or frog. 


Luke Notes. 

Freight rates on iron ore from the head of Lake Su- 
yerior to Lake Erie have dropped to 8 cents bid. 
When the season opened they were quoted at $1 and 

several millions of tons were contracted for at that 
price and at $1.05 for the season to November. Not- 
withstanding the weakness in rates large quantities of 
ore are going forward. The total movement to Lake 
Erie has been about 250,000 tons in_exzess of the corre- 
sponding time last year. Ashland, however, is 175,000 
tons behind a year ago. In one day recently 18,500 tons 
were shipped trom Duluth, and a day record from Two 
Harbors was 72,000 tons. 

The American Steel Barge Co. will launch the largest 
vessel it has ever built, the 400-ft. John Ericsson, for the 
Bessemer Steamship Co, July 6,and her consort, the 
next in size, a few days later. 

On Lake Michigan last week the Christopher Colum- 
bus, of the whaleback fleet, made a record of 21 miies an 
hour, and it is claimed by her officers that the distance 
of 84 miles between Chicago and Milwaukee can _ be cov- 
ered by her in exactly four hours. 

At Duluth last week 100,000 bushels of wheat were 
loaded into the schooner Armenia in 80 minutes.§ 


By reason of the change of rail tariffs from the Ohio 
coalfields much of the northwestern territory hereto- 
fore covered by Duluth coal companies is now supplied 
with Indiana and Illinois coal by all rail. Unless there 
is a change the coal traffic of the lakesis likely to be 
limited. 

R. P. I. Alum:i Association. 


The annual meeting of the Alumni Association of the 
Rensselaer Polytechnic Institute was beld in Troy June 
10. Aresolution was adopted urging the Trustees to ap- 
peal to the citizens of Troy, alumni and friends, for an 
endowment fund of $500,000. 

Mr. Joseph M. Knapp, M. Am. Soc. C. E., was elected 
President of the Association. 

The commencement exercises occurred in the evening, 
the address of the occasion being given by Mr. Theodore 
Voorhees, a graduate of the Institute and First Vice- 
President of the Philadelphia & Reading Railroad. 


fhe Boston Subway. 


Certain citizens of Boston who disapprove the plans 
for a subway through the Cemmon and Tremont strect 
entered suit for an injunction against the Commission- 
ers who are constructing the tuunel, but they have lost 
their case, the full bench of the Supreme Court deciding 
that the law is sound, Chief Justice Field dissents, 
pointing out that the use of the Public Garden is not 
given in terms by the statute. He holds that such use 
was not intended by the Legislature. This point is met 
by the opinion of the Court, which holds that it was 
probably contemplated that the subway should remain 
below the surface of the ground in Park Square and on 
the Common at the corner of Boylston and Charles 
streets, which would neccessitate the use of a part of the 
Public Garden. The Court felt bound to sustain the law 
because it was ratified by a special popular yote; but it 
is said that if the voters had all understood the intent of 
the act, as regards the occupation of the Public Garden, 
they probably would not have accepted it. 


Shipbuilding in Germany. 


A late issue of Engineering (London) contains an in- 
teresting paper by a German member of the Institute of 
Naval Architects on “Shipbuilding in Germany.” The 
author says that although labor is cheaper in Germany 
than in England, this advantage is more than out- 
weighed by the higher cost of material and of coal. Fur- 
thermore, the comparative scarcity of work tends to re- 
strict the number of skilled workmen, and the laws with 
regard to juvenile labor tend still further in the same 
direction. Moreover, the contributions to accident in- 
surance and old age pensions, which are obligatory upon 
employers, are a heavy burden. Still, the German ship- 
builders are making good progress. The North German 
Lloyd was among the first of the companies to put high 
speed steamers on the North Atlantic line. These were 
at first built at Fairfield, but later they have been built 
at the Vulcan yard, Stettiu. A ship now building there 
is 625 feet between perpendiculars, 66 ft. beam. 43 ft. 
molded depth,and has twin engines to develop 28,000 H.P. 
The ocean tramp has not prospered in Germany. 
Owners who have begun with tramp steamers have ended 
in some regular line. A good many steel sailing ves- 
sels of considerable size and good speed have been built. 
Last year a steel five-masted bark, the Potosi, was 
built, which is the largest sailing vessel afloat. Her 
dimensions are 360 ft. between perpendiculars, 49g ft. 
beam, 31 ft. molded depth and 4,026 tons dead — 
Steel was readily adopted at first as a shipbuilding 
material and in the first two years German steel could 
be bought cheaper than English. Now the German 
steelmakers cannot compete with the British material 
laid down in the courts. There are no duties on ship- 
building material, or on coal, nor is any difference made 
in harbor dues between German and foreign built ships; 
nor does the Government pay any subsidies to the mer- 
chant marine, except £200,000 for the Eastern and Aus- 
tralasian services and £44,000 for an East African line, 
these being mail subsidies. Other than this there are 
no subventions or privileges of any sort whatever other 
than those given to ships of all nationalities. 


The Chesapeake & Ohio Canal. 


The decision of the Maryland Court of Appeals in the 
appeal by the state from Judge Stake’s order extendin 
the time for the operation of the Chesapeake & Ohio cana 
by the trustees for the bondholders insures the existence 
of the waterway at least until May 1,1901. On Oct. 2, 1890, 
Judge Alvey passed a decree for the sale of the canal. 
But inasmuch as by the sale of the gi ogee in the opin- 
ion of Judge Alvey, the holders of the bonds of 1844, 
which amount to $1,700,000, with many years’ interest, 
would entirely lose all security, he suspended the opera- 
tion of the decree forfour years, from May 1, 1891, and 
gave the property over to the trustees of the bondholders 
to be repaired and operated by them. Upon the expira- 
tion of the four years the revenues were found to have 
been entirely inadequate for the purposes named in the 
decree [expenses of receivers, cost of repairs, interest 
etc]. The trustees, however, asked for an extension o 
the time. They alleged that the failure of sufficient 
revenues was due, among other things, to a strike in the 
coal mines, interruption of traffic by drought, and, 
further, that for so short a timeas four years people 
were not willing to build boats or to engage in the trans- 
portation business. They also asked the court to sanc- 
tion a contract with a corporation known as the Chesa- 


‘peake & Ohio Transportation Co., which was to conduct 


the transportation business on the canal, paying to the 
trustees an annual sum. To the passage of this order 
the state, through the Attorney-General, objected and 
asked for the sale of the property and the distribution of 
the proceeds of sale, according to priorities. Judge 
Stake, however, granted the additional time, extending 
the term granted hy Judge igs | to 10 years, or until 
May 1, 1901. He also approved the proposed contract. 
From this order the state appealed, and it is this appeal 
which has been decided in favor of the trustees, the 
Court of Appeals affirming Judge Stake’s order, three 
judges, however, dissenting.— Baltimore Sun. 





LOCOMOTIVE BUILDING. 








The Erie road is in the market for 20 engines. 


The Baltimore & Ohio has awarded a contract to the 
Baldwin Locomotive Works for 20 locomotives. This 
order includes 10 heavy consolidation locomotives, with 
cylinders 22 in. x 28 in., six 10-wheel passenger locomo- 
tives, with 78 in. drivers and cylinders 2l in. x 26 in. and 
four passenger lococomotives, with 68-in. drivers and 
cylinders 20 in. x 26in. The company, with this order, 
has now under contract 75 locomotives and 5,000 freight 
cars. 








CAR BUILDING. 


The Boston & Albany isin the market for passenger 
cars. 

The Brooklyn Heights Railroad, New York, has issued 
specifications for 125 cars for the electric street lines of 
that company in Brooklyn, N. Y. 


The Chicago, Burlington & Quincy has let contracts 
75) stock cars to the Michigan-Peninsular Car Co., and 
foi 250 stock cars to the Wells & French Car Co. 


The car shops of the. Pennsylvania, at Fort Wayne, 
Ind., have completed 175 gondola cars, and this week 
commenced the building of 25 dairy product and 10 large 
furniture cars, ‘ 


The Wagner shops at Buffalo have just completed two 
compartment cars to run on the Chicago & Tovtiveent. 
ern. ‘Ihe design of the car is in many respects novel, 
and the interior decorations are exceedingly tasteful; the 
cars are thought to excel in beauty any cars of this type 
heretofore built at the Wagner shops and the company’s 
officers take considerable pride in them. Each car has 
10 compartments, any two of which may be connected 
by means of a sliding door. The upholstering is of plush 
in olive and Nile green, terra cotta and rose. The parti- 
tions are covered with silk tapestry, and the rth 
fronts and other parts of the compartments are ot costly 
woods, hand polished, notably satin wood, Persian wal- 
nut, South American mahogany and oak, with bronze 
and brass trimmings. Marquetrie and inlaid work is 
much used where it has been customary to use mirrors. 
Each compartment is provided with an individual lava 

tory of new design. _The head lining of the passageway, 
that extends along twosthirds of the entire length of the 
car, is of mahogany in natural finish, and arched to its 
full width, The window curtains are of heavy silk 
velour. The woodwork, upholstering and general fin- 
ish of each compartment is distinctive, 


BRIDGE BUILDING. 





Baltimore, Md.—The Baltimore & Ohio has let con- 
tracts for the superstructures of four new bridges, and 
contemplates —- contracts for a number more in 
the near future. Of the four given, the Pennsylvania 
Steel Co., Steelton, Pa., fs a one for a steel viaduct 
480 ft. long and about 100 ft. high on the Metropolitan 
Branch. The Edge Moore Bridge Works got the con- 
tracts for the other three. One of these is a 129 ft. 
through triangular - truss over the South Branch 
of the Potomac, another is of two spans, 160 ft. each, 
over the Potomac, and the third is one of two 89 ft. spans 
over the Big ———. At present the Pencoyd Iron 
Works have four bridges under construction for the 
company. 


Boyd’s, Md.—The Baltimore & Ohio is building a 
bridge across the T[.ittle Seneca near this place. The 
cost will be over $100,000. Bennett & Talbot are the 
contractors for masonry. 


Cleveland, O.—The Director of Public Works has 
been authorized by the City Council to advertise for pro- 
posals for building a wagon and footbridge on Seneca 
street over the tracks or theC. & P.and the L.S. & 
M.S. railroads from Seneca street extension to Lake 
Erie, with the necessary foundations and approaches. 


Connellsville, Pa.—It is proposed to build a bridge 
over the Ravine at Trumps Run. 


Cumming, Ga.—Bids are asked until July 25 for 
building a two-span steel bridge over the Chattahoochee 
River at Stickland’s Ferry. Address H. L. Hawkins, 
Ordinary. 


Dauberville, Pa.—The Grand Jury having reported 
favorably, a new bridge will be erected over Irish Creek 
at this place. 


Fredericton, N. B.—The Board of Works has com- 
pleted plans for a new bridge to be built at St. Joseph at 
a cost of $20,000. 


Gettysburg, Pa.—The County Commissioners are ad- 
vertising for bids for building a high-truss iron or steel 
bridge across the Bermudian, above Good Intent Fac- 
tory, on the line of Huntington and Tyrone townships, 
the span to be 75 ft. 


Jersey City, N. J.—It is said that the Street and 
Water Board proposes to rebuild the Pacific Avenue 
bridge at a cost of $12,000. 


Kansas City, Kan.—A steel and wrought-iron three- 
span bridge is to be built across the Kansas River by the 
Metropolitan Street Railway Co. in place of the old 
structure at Central avenue. It is said that it will be 
double decked, the upper being for use cf the company 
and the lower for general purposes. 


Little Rock, Ark.—Bids will be received at the of- 
fice of the County Judge on July 15, for the construction 
of a highway bridge across the Arkansas River at Main 
street, in this city. W.A.Compton is County Judge. 


New York.—The New East River Bridge Commis- 
sioners of New York decided at their meeting on Wednes- 
day, the 17th, on the New York and Brooklyn ter- 
minvals. In New York the terminals will include two 
blocks east and west between Norfolk street and Clin- 
ton street and one block north and south between 
Broome and Delancey. From this plaza the apprceach 
runs easterly parallel with Delancey street and just 
south of it. A description of the New York sites pro- 
posed, with some statement of the arguments pro and 
con, appeared in the Railroad Gazette of June 12, page 
414. ‘the Brooklyn terminal occupies the ground be- 
tween Broadway and South Fourth street north and 
south, and between Driggs avenue and Havemeyer 
street east and west. 


Norristown, Pa.— The following bids were opened 
June 17, for the superstructure of the bridge over Ston 
Creek at Airy street: Pencoyd Iron Works. Philadel. 
phia, $22,776; Phoenix Bridge Co.. Phoenixville, Pa., 
$23,700; Groton, (N. Y.) Bridge Co., $22,425; Massillon, 
0.) Bridge Co., $29,780; Penn Bridge Co., Beaver Falls, 

a.. $23,980; John Denithorne & Son, Phoenixville, Pa., 
$23,234.77; Berlin lon Bridge Co., $26,000; Maryland 
Steel Co., $21,497: King Bridge Co., $24,640; Nelson & 
Buchanan Chambersburg, Pa., $25,373; Horseheads (N. 
Y.) Bridge Co., $24,969. 

For the masonry the bids were Sparks & Evans, Phila- 
delphia, first class, $8,350; second class, $3,128; Todd & 
Comfort, second class, $3,128; Jones & Wallace, Philadel- 
phia, first and second class combined, $12.970._ The con- 
tract was awarded to Sparks & Evans for first class 
work and Todd & Comfort for the second class. 

The following bids for four smaller bridges were also 
opened, but the award of the contracts is being held for 
consideration. 

For iron-work on bridge over Wissahickon. in White- 
marsh: Groton Bridge Co., $1,380: Benner & Opdyke, 
$1,655; Massillon Bridge Co., $1.125; Penn Bridge Co., 
$1,350; Denithorne & Son, $1,114; Berlin Bridge Co., 
$1,650; Horseheads ang Co., $1,610; King Bridge Co., 
$995. Masonry—James Walsh, $995; Todd & Comfort, 
$985; Jones & Wallace, $2.200. 

For the iron-work of bridge over the northeast brancb 
of Perkiomen, in lower Salford Township: Groton 
Bridge Co., $1,825, Benner & Opdyke, $2,518; Massillon 
Bridge Co , $1,752; Penn Bridge Co., $!,900; Denithorne 
& Son, $1,697; Berlin Iron Bridge Co., $2,160: Horseheads . 
Bridge Co , $2,140; King Bridge Co., $1,588. Masonry— 
John M. Smith, $1,792. 

lron-work on bridge over ‘Towamencin creek in Towa- 
mencin a Groton Bridge Co., $944; Benner & 
Opdyke, $1,308; Massillon Bridge Co., $879: Denithorne 
& Son, #850; Berlin Iron Bridge Co., $1,22"; Horseheads 
Bridge Co., $1,120; King Bridge Co., $800. Masonry, 
James Walsh, $951. 

For iron-work on bridge, Zacharias Creek, in Shippack: 
Groton Bridge Co., $835; Benner & Opdyke, $1,037; Mas- 
sillon Bridge Co., $689; Denithorne & Son, $701; Rerlin 
Kridge Co., $1,090; Horseheads Bridge Co., $985; King 
Bridge Co., $665. Masonry—Todd Comfort, $1,690; 
James Walsh, $1,131. 


Pottsville, Pa.—The Groton (N. Y.) Bridge Co. has 
been awarded the contract for an iron bridge in Mahanoy 
township for $695. Other bids were: J. B. Ulrich, 
Tamaqua, $700; Nicholas Brenner, Pinegrove, $745; R. 
A. Simmons, Pottsville, $901.85, 


Reaaing, Pa.—The court has ordered the Count 
Commissioners to erect a new bridge across the Schuvi- 
kill at Berne, at an estimated cost of $16,000. It hasaiso 
ordered the Commissioners to have the bridge across the 
Schuylkill near Brownsville rebuilt, the estimated cost 
being between $15,00U and $16,000. The old bridge is at 
—— propped up at three (lifferent places, and is in a” 

angerous condition. 


St. Joseph, Mo,—The Youngstown (0.) Bridge Co, 
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has been awarded the contract for building a bridge 
across Blacksnake creek, the price being $1,455, 


Silver City, Idaho.—Plans and specifications are 
asked until July 6, with bids for construction of a wagon 
bridge across Jack’s Creek, in Little Valley, Owynee 
County, to replace the one washed away in 1894. KE. L. 
Ballatd, Clerk. 


Twin Bridges, Mont.—The County Commissioners 
have awarded a contract to the King Bridge Co. of Cleve- 
land, O., for building the new three-span bridge, resting 
on steel tubular piers, across the Jefferson River at Gay- 
lord for $7,491. 








RAILROAD LAW-NOTES OF DECISIONS. 





Carriage of Goods and Injuries to Property. 


In Illinois the Supreme Court rules that liability for 
loss by defects in a refrigerator car cannot be avoided 
by a provision in the bill of lading that the company 
should not be liable ‘‘for decay of perishable articles, or 
injury by heat or frost,” since, hy agreeing to use a re- 
frigerator car, it is especially agreed to protect the goods 
from heat. 

In the District_of Columbia goods were shipped to 
plaintiff over theE. Ry. The agent at plaintiff’s station 
told plaintiff on several occasions, in reply to his in- 
quiries, that the goods had not arrived, but plaintiff 
himself found them in the station, but too late in the 
day to remove them. Before he could remove them the 
station and goods were burned. The Supreme Court 
holds that the negligent failure to deliver the goods was 
bowed —_ of their loss, and the railroad company was 

iable. 

The Supreme Court of Minnesota holds that a carrier, 
the last of several connecting carriers, who delivered the 
goods at their destination to one other than the con- 
signee, by reason of erroneous directions given him by 
an intermediate connecting carrier, without authority of 
either consignor or consignee and without surrender of 
the bill of lading issued by the initial carrier, was 
liable for conversion. 

In California it is held that where goods consigned on 
commission are received by a railroad company to be 
carried beyond its own route, under an agreement be- 
tween the connecting companies by which each company 
is entitled toa —. of the freight, the company 
which carries the goods to their destination is liable to 
the consignor for a delivery toa person not authorized 
to receive them.‘ 

In Michigan it is held that a person turning his horse 
on the highway adjoining unfenced depot grounds is 
guilty of contributory negligence preventing his recovery 
for the killing of the horse by a train of the railroad 
company.® 

The Supreme Court of Minnesota rules that a condi- 
tion in a bill of lading providing that the amount of loss 
or damage incurred by the carrier is to be computed at 
the value of the property at the time and place of ship- 
ment, and wholly —e to provide for restitution of 
the amount which may have been paid by the consignee 
as freight charges, is invalid.® 

The Code of California provides that a carrier may re- 
duce his liability to that of a warehouseman as to goods 
which have arrived at the place of consignment by giv- 
ing notice to the consignee of the arrival. The Supreme 
Court holds that a notice served at the building in which 
the consignee does business, on a person other than the 
consignee, does not affect the carrier’s liability, though 
the person who received the notice represented that he 
was the consignee. 7 

In Alabama it is held that a stipulation, in a bill of 
lading for the shipment of money by an express com- 
pany, that the company shall in no event be liable for 
any loss unless a claim therefor is made in writing 
within 32 days from the date of the shipment contract, 
is void, as being unreasonable.® 

In Kansas it is held that where stock trespassing on 
an inclosure went from there to the right of way of a 
railroad company, and were killed, their owner was en- 
titled to no greater rights than the owner of the inclosure 
would have had had the stock been his.° 

In Michigan the Supreme Court rules that grounds at 
a flag station at which trains are regularly stopped 
whenever there are passengers, freight or express to be 
taken, though no depot building is erected thereon, are 
depot grounds, which the railroad company is not re- 
quired to fence.!° 
Injuries to Passengers, Employees and Strangers. 


In New York the plaintiff purchased a ticket and ob- 
tained leave to stop over until next day at an interme- 
diate station. He also requested that his baggage be un- 
loaded there, but this was not assented to and it was 
carried through to the point of destination named in the 
ticket, where it was taken charge of, pursuant to law, 
by the customs officers of the United States, and while 
in their custody was destroyed by fire The Supreme 
Court holds that the road was not liable for loss.11 

In North Carolina one A, while calling to receive his 
baggage, was shot by the depot agent on account of 
abusive language used by decedent totheagent. The 
Supreme Court rules that a finding by the jury that the 
agent was acting in the line of his duty, so as to render 
the comyvany liable for A’s death, will not be disturbed.12 

In Texas it is held that a railroad which employs a 
policeman at a depot to look after passengers, is liable to 
a passenger for loss of an eye, caused by the policeman 
striking him with a — the Lacs having. after 
being roused from a drunken sleep, and started to his 
train, ne | meee to come back into the depot.12 

In Kentucky it is held that a railroad whose conductor 
allows an intoxicated white passenger to enter or remain 
in a coach reserved for colored persons is responsible for 
his conduct while there, and is liable in damages toa 
| mpwiry, sar in such coach to whom he uses obscene or in- 

ecent language, or whom he otherwise maltreats. 14 

In the Federal Court it is held that a “‘ track foreman” 
in the employ of a railroad, who, by the rules of the 
company, is required to report to the supervisor, and 
receive his instructions as to all his work; who can only 
suspend or discharge the men in his gang temporarily, 
and subject to the approval of the supervisor ; who fol- 
lows minute directions as to the use of the track in 
his work; and who works with the men forming the 

ang under his charge—is a fellow servant of the mem- 
rs of such gang, who assumes the risks of injury by 
his negligence. 
The Supreme Court of Minnesota holds that one em- 
_— by a railroad company in stock yards, whose 

uty was to step from a high platform to the tops of cars 
as they came opposite, and pull bundles of hay on them 
from the platform, and who was injured through obey- 
ing the directions of the conductor of the train, under 
whose direction the hay was so loaded, to step from the 
platform to the top of a car passing at too great a rate 
of speed to enable him to step to it with safety, which 
fact was unknown to him by reason of inexperience and 
of the darkness, was injured through exposure to the 


hazards of railroading within the statutes relating to 
fellow servants. 16 

In the same state it is held that a wiper in a round- 
house, injuired, while assisting in coaling an engine, by 
the engine’s being negligently moved by a co-employee, 
was —— by reason of exposure to the hazards of 
railroading, within the law relating to fellow ser- 
vants.17 

In Montana it is ruled that both the conductor and 
engineer of a train are the superiors of a brakeman on 
the same train, within the meaning of the statute pro- 
viding that ‘‘ the liability of the —— to a ser- 
vant or employee acting under the orders of his superior 
shall be the same in case of injury sustained by default 
or wrongful act of his superior or to an employee not 
appointed or controlled by him, as if such servant or 
employee were a passenger.’’18 

In Michigan it is held that asit is the duty of a rail- 
road to furnish trainmen with a reasonably safe track, 
a sectionman, whose duty it was to keep the track in 
condition, is not a fellow servant with a brakeman 
upon a freight train.19 

The Supreme Court of Kansas decides that in an action 
by a brakeman against a railroad for injuries received 
in coupling cars on a dark night through failure of the 
lantern furnished him by the company to give proper 
light, where the evidence showed that the lantern 
smoked the globe and did not give good light, plaintiff’s 
inability to specify the particular defect which caused 
the lantern to smoke did not prevent a recovery.”° 

In Wisconsin it is held that under the statute declar- 
ing a railroad company liable for damages to an em- 
ployee caused by the negligence of a “‘train despatcher, 
telegraph operator, superintendent, yard master, con- 
ductor or engineer, or of any other employee, who has 
charge or control of any stationary signal, target point, 
block or switch.” the word “superintendent” applies only 
to one having to do with the movement of trains and 
cars and does not include the foreman of a repair shop.?? 

The Supreme Court of Arkansas holds that one em- 
ployed by a railroad as foreman over a crew whose dut 
it is torepair bridges and trestles, and who, for suc 
purpose, is supplied by the company with cars in which 
he boards the crew, the company moving the cars as re- 
quired, is a fellow servant of the engineer ofa train 
which collides with one to which his cars are attached, 
and he cannot recover for personal injuries received.?74 § 

In Texas it is held that a car repairer, working in a 
separate yard from a ‘‘ hostler,” is not a fellow servant 
of such hostler, nor of the switchmen in such other yard, 
particularly while on a car under orders to proceed to 
another place and assist in repairing damages caused by 
a wreck.?% 

The New York Court of Appeals decides that the fact 
that a rule leaves it to the judgment of a freight conduc- 
tor whether he shall take a train over the summit of a 
steep grade as it is made up, or whether he shall detach 
a part, or call for extra help, does not make him a vice 
principal, for whose “ae performance of such duty 
a brakeman injured thereby can recover from the ccm- 
pany.?* 

The Supreme Court of Missouri rules that one who, 
going to a depot walked in the space ona double-tracked 
railroad, between the two tracks, with an umbrella over 
her head, so near one of the tracks as to be struck by a 
train coming back of her, does not show such negligence 
on her part as to justify the taking of the case from the 
jury, there being evidence that those in charge of the 
train knew that people were in the habit of walking 
between the tracks at that point, and that they did not 
use proper means to prevent the accident after they saw, 
or by ordinary care should have seen, her peril.?° 

In North Carolina itis the duty of an engineer ona 
moving train to maintain a reasonably yigilant outlook 
on the track in front, not only in towns and at public 
crossings, but all along the line.?® 

In Arkansas the Supreme Court holds that an electric 
street railway company is jointly liable with one who 
has negligently allowed his telephone wire to drop 
across the company’s trolley wire for injuries to a third 
person, accideutally coming in contact with it, by the 
current of electricity conveyed through it from the 
trolley wire.?7 

Tn New York in an action against a railroad for per- 
sonal injuries, it appeared that, at a crossing, plaintiff’s 
foot caught in the track, and he was unable to extricate 
it; that he was struck by a passing train; and that the 
only thing that would have saved him would have been 
to stop the train. The Supreme Court rules that de- 
fendant was not negligent, even if no signal were given 
of the approach of the train.?° 

In Indiana it is held that one who drives his horse in a 
trot against a passenger train at a crossing with which 
he {s familiar, and where he could have seen the ap- 
proaching train at any time after he was within 75 
yards of the crossing, cannot recover for the da_aages 
caused by the collision.?° 

In New York itis held that one voluntarily exposing 
himself to danger at a railroad crossing is guilty of con- 
tributory negligence, though the exposure was made to 
save his cattle from injury.°° 

In Tadiapa in an action for injuries to a 12-year old 
child at a public crossing, it appears that the train was 
being run ata bar ag rate of speed, but that the bell 
was rung and whistle blown as it approached the cross- 
ing; that plaintiff, when within five feet of the track, 
could have seen the train approaching. The Supreme 
Court rules that the plaintiff was guilty of contributory 


negligence.#? 

In New York, plaintiff, while crossing defendant’s 
track at night, was struck by a train which was moving 
backward. Plaintiff was driving at a trot a wagon 
which made a great deal of noise, but he did not stop to 
listen for cars, though he knew that trains were often 
moved backward over the crossing. The Supreme Court 
rules that plaintiff was guilty of contributory negli- 
gence. > 

In Texas, while a freight train was passing a crossing, 
deceased waited in his wagon; and, when the last car 
had passed, he started to cross the track, when he saw 
an engine which was following the train. ‘There was 
evidence that the engine gave no signal of its approach, 
When deceased saw it, he rose to his feet, and was 
thrown tothe track from the back of the wagon, and 
run over by the engine. The Supreme Court holds that 
deceased was not shown to have been guilty of contribu- 
tory negligence.* - 

In Missouri it is held that where a train is running 
through a populous neighborhood, just outside the city 
limits, where laborers have for years been accustomed 
to use the tracks in going to their work, and the em- 
ployees on the train see, or, by the exercise of ordinary 
care, may see, a person on the track in time to avoida 
collision, but fail to use such care, the company will be 
liable, though the person injured is guilty of contribu- 
tory negligence. 

In Wisconsin the Supreme Court rules that in an 
action against a railroad for being put off a freight 
train which plaintiff had boarded as a passenger with a 
ticket, believing that it was his train, it is proper to in- 
struct that it is the duty of passengers to inquire 


whether a given train stops at their station, and the 
duty of trainmen to warn passengers not to board or 
remain on wrong trains.?> 
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MEETINGS AND ANNOUNCEMENTS. 




















Dividends. 

Dividends on the capital stocks of railroad companies 
have been declared as follows: 

Boston, Revere Beach & Lynn, semi-annual, 1 per 
cent., payable July 1. 

Chicago & Eastern Illinois, quarterly, 114 per cent., 
payable July 1. 

Chicago, Rock Island & Pacific, 50 cents per share, 
payable Aug. 1. 

Canada Southern, 114 per cent , payable Aug. 1. 

Chicago & Western Indiana, quarterly, 1!¢ per cent., 


payable July 1 
Lake Shore & Michigan Southern, 3 per cent., payable 


Aug. 1. 
ae Central, quarterly, $1.50 per share, payable 
July 1. 
Wichiows Central, 2 per cent., payable Aug. 1 
Minneapolis & St. Louis, semi annual, 2'¢ per cent. 
on the first preferred stock and 11% per cent. on the sec- 
ond preferred stock, payable July 15. 
New York Central & Hudson River, quarterly, 1 per 
cent., payable July 15. { 
New York, New Haven & Hartford, quarterly 2 per 
cent., payable June 39. 

Norfolk d& Southern, quarterly, 1 per cent., payable 
July 10. t 
Nortiers Central, semi-annual, 3 per cent. on capital ! 
stock, payable July 15. { 


Stockholders’ Meetings. 

Meetings of the stockholders of railroad companies 
will be held as follows: 

New York & Harlem, special, Grand Central station, 
New York City, July 15. 

Saginaw Valley & St. Louis, annual, company’s 
office, St. Louis, Gratiot County, Mich., July 8. 

Saginaw d& Western, annual, Alma, Gratiot County, 
Mich., July 8. 


Technical Meetings. 

Meetings and conventions of railroad associations and 
technical societies will be held as follows: 

The American Street Railway Association will hold 
its annual convention at St. Louis on Oct. 24 and 25. 

The Roadmasters’ Association of America will hold 
its next annual meeting at the Cataract Hotel, Niagara 
Falls, N. Y., beginning Sept. 8. ; : 

The American Society of Civil Engineers will hold its 
anpual convention at San Francisco, from June 29 to 
July 3. 

The ‘Traveling Engineers’ Association will hold its 
next annual meeting at Minneapolis, Minn., commenc- 
ing Sept. 8 : 

The Roadmasters’ Association of America will hold 
its next annual convention at Niagara Falls, beginning 
on Sept. 8. é } 

‘lhe Railway Signalling Club will meet on the second 
Tuesday of the monthsof January, March, May, Septem- 
ber and November, in Chicago. r. George M. Basford, 
is secretary, The Rookery, Chicago. 

The Western Railway Club meets in Chicago on the 
third Tuesday of each month. at 2 p m. 

The New York hailroad Club meets at the rooms of 
the American Society of Mechanical Engineers, 12 West 
Thirty-first street, New York City, on the third Thursday 
in each month, at 8 p. m., except in June, July and 
August. 

The New England Railroad Club meets at Wesieyan 
Hall, Bromfield street, Boston, Mass., on the second 
Tuesday of each month. 

The Central Railway Club meets at the Hotel Iroquois, 
Buffalc , N. Y., on the second Friday ot January, March ; 
May, September and November. at 2 p. m. 

The Southern and Southwestern Railway Club meets 
at the Kimball House, Atlanta, Ga., on the third Thurs- 
day in January, April, August and November, 

The Northwestern Railroad Club meets at the Ryan 
Hotel, St. Paul, on the second Tuesday of each month, at 


38 p. In. 

The Northwestern Track and Bridge Association 
meets at the St. Paui Union Station on the Friday follow- 
ing the second Wednesday of March, June, September 
and December, at 2.30 p. m. 

The American Society of Civil Engineers meets at the 
House of the Society, 127 Kast Twenty-third street, New 
York, on the first and third Wednesdays in each month, 
at 8 p. m. 

The Western Society of Engineers meets in its rooms 
on the first Wednesday of each month, at 8 p.m., to 
hear reports, and for the reading and discussion of 
papers. The headquarters of the Society are at 1736- 
1739 Monadnock Block, Chicago. 

The Engineers Club of Philadelphia meets at the 
House of the Club, 1122 Girard street, Philadelphia, on 
the first and third Saturdays of each month, at 8 p. m., 
except during July and August. 

The Boston Society of Civil Engineers meets at 715 
Tremont Temple, Boston, on the third Wednesday in 
each month, at 7:30 pb. m. 

The Engineers’ Club of St. Louis meets in the Mis- 
souri Historical Society Building, corner Sixteenth street 
and Lucas place, St. Louis, on the first and third 

esdays in each month. 
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The Engineering Association of the South meets on 
the second Thursday in each month, at 8 p.m. The As- 
‘sociation headquarters are at The Cumberland Publish- 
ting House, Nashville. Tenn. 

The Engineers’ Society of Western Pennsylvania 
meets in the Carnegie Library Building, Allegheny, Pa., 
on the third Tuesday in each month, at sce a m. 

The Technical Society of the Pacific Coast meets at its 
rooms in the Academy of Sciences Building, 819 Market 
street. San Francisco, Cal., on the first Friday in each 
month, at 8 p. m. 

The Association of Engineers of Virginia holds in- 
formal meetings on the third Wednesday of each month, 
from September to May, inclusive, at 710 Terry Building, 
Roanoke. at‘ p. m. 

The Denwr Society of Civil Engineers meets at 36 
Jacobson Bock, Denver, Col., on the second Tuesday 
of each month except during July and August. 

The Montana Society of Civil Engineers meets at 
Helena, Mont., on the third Saturday in each month, at 
7.30 p.m. 

The Engineers’ Club of Minneapolis meets in the 
Public Library Building, Minneapolis, Minn., on the first 
Thursday in each montb. 

The Canadian Society of Civil Engineers meets at its 
rooms, 112 Mansfield street, Montreal, P. Q., every alter- 
nate Thursday, at 5 p. m. 

The Civil Engineers’ Club of Cleveland meets in the 
Case Library Building, Cleveland, O., on the second 
Tuesday in each month, at 8 p.m. Semi-monthly meet- 
ings are held on the fourth Tuesday of each month. 

The Engineers’ Club of Cincinnati meets at the rooms 
of the Literary Club, No. 24 West Fourth street, Cincin- 
mati, O., on the third Thursday in each month, at 7.30 
p.m. Address P. O. Box 333. 

The Engineers’ and Architects’ Club of Louisville 
meets in the Norton Building, Fourth avenue and Jeffer- 
‘son street. on the second Thursday each month at 8 p. m. 

The Western Foundry~nen’s Ass ciation meets in the 
‘Great Northern Hotel, Chicago, on the third Wednesday 
of each month. S. T. Johnston, Monadnock Block, Chi- 
cago, is secretary of the association. 

The Engineers’ Club of Columbus, (O.), meets at 1214 
North High street, on the first and third Saturdays 
from September to June. 

The Engineers’ and Architects’ Association of Southern 
California meets each third Wednesday of the month in 
the Hall of the Chamber of Commerce, Los Angeles, Cal. 

The Engineers’ Society of Western New York holds 
regular meetings the first Monday in each month, ex- 
yw in the months of July and August, at the Buffalo 
Library Building. 

The Civil Engineers’ Society of St. Paul meets on 
the first Monday of each month, except June, July, Au- 
gust and September 

The Engineers’ Society of Western New York meets 
on the first Monday of each month at the Society’s rooms 
in the Buffalo Librarv. 

Engineers’ Club of St. Louis. 

The club met June 17, 12 members and four visitors 
present. Mr. F. F. Harrington, of the City Testing De- 
partment, then read a paper on “Experiments on Vitri- 
filed Paving Brick.” 

Messrs. Holman, Freeman, Flad, Kinealy, Wheeler, 
Crosby and Barth took partin the discussion. Mr. Hol- 
man explained a testing machine which he had just de- 
signed Soe the St. Louis testing department. 

American Society of Civil Engineers. | 

On Monday evening of this week about 30 members of 
the society left for San Francisco on one of the regular 
trains of the New York Central to attend the annual 
convention of the society from June 29 to July 3. The 
programme isin part as follows: Monday, June 29, 10 
a.m.. the opening session of the convention at the Hall of 
the Academy of Sciences. The second session is to take 
place in the afternoon, at which time will be presented 
for discussion some of the papers of the convention and 
also the business meeting of the “ss | will be held. On 
‘Tuesday, June 30, at 8 p. m., the President, Thomas Cur- 
tis Clarke, will deliver the annual address. A number 
of interesting trips and excursions bave been arranged 
for the members and guests who attend. The following 
papers presented by members of the society have been 
accepted for presentation at the convention: 

“Flow of Water in Wroughtand Cast-Iron Pipes from 
28 to 42 in. in Diameter,’”’ by Isaac W. Smith. 

‘““4 Water Power and Compressed Air ‘Transmission 
Plant for the North Star Mining Company, Grass Val- 
ley, Cal.,” by A. D. Foote. 

“The Condition of Steel in Bridge Pins,” by A. C. 
Cunningham. 

“Improving the Entrance to a Bar Harbor by a Single 
Jetty.” by Thomas W. Symons. 

“Phe Construction of a Light Mountain Railroad in 
the Republic of Colombia,” by E. J. Chibas. 


Engineers’ Club of Phi'adelphia. 

The regular semi-monthly meeting of the Engineers’ 
Club of Philadelphia, was held on June 6, 1896, 
President Falkensee in the chair. The paper of the 
evening was presented by Mr. Rudolph H. Klauder, on 
the subject of ‘‘ Electric Storage Batteries.’’ The fun- 
damental cause of the heretofore stagnated condi- 
tion of the electric storage-battery industry in this 
country he be.ieved was due to the unfortunate re- 
sults of protracted patent litigation. After speak- 
ing of the lead accumulator of Planta in 1860 and 
the improvement of Faure in 1880, he remarked 
that the chloride plate, which is a modification of this 
type, is in use ina large majority of the batteries in this 
country to-day. The principal point touched upon in 
the paper was in regard to the use of storage batteries 
in central station practice. In the load of city trolley 
stations there isa morning and evening * peak ” due to 
the great volume of travel at those times, while in 
lighting stations the “peak” occurs only in_ the 
evening. Sufficient capacity must be provided in 
the station to carry its maximum load, but as 
this usually exists only for two or three hours each 
day and is Jarge compared with the mean load, we have 
to face the problem of preventing a large proportion of 
the machinery lying idle the greater part of the day. 
The function of the battery will be to take the place of 
another generator to supply at the period of maximum 
demand the current with which it has been charged 
during the less busy part of the day. Mr. Klauder then 
showed a curve to illustrate the method of making cal- 
culations to determine the most economical an‘? efficient 
equipment of dynamos and batteries for a typical sta- 
tion. Messrs. James Christie, E. R. Keller, William C. 
Eglin, members of the club, and Mr. J. Appleton, a vis- 
itor, took part in the discussion after the paper had been 
presented. _ 


PERSONAL. 


—Mr. Wm. P. Palmer has been elected Second Vice- 
President of the Illinois Steel Company, vice Mr. Rob- 
ert Forsyth, resigned. His duties will be to Jook after 
the commercial interests of this company. 


—Mr. John P. Ramsey, Engineer of Maintenance of 
Way of the Peoria & Peking Union road, has resigned 
that office and it is stated has become Chief Engineer 
of a new road now being surveyed in Northern Mexico. 


—Mr. J. K. Hammond has been appointed Engineer 
of the Peoria & Pekin Union road and succeeds to the 
duties of Mr. Ramsey, formerly Engineer of Main- 
tenance of Way, that office having now been abolished. 


—Mr. W. B. Thomas has resigned as Commissiorer of 
the Southern States Passenger Association, his resigna- 
tion taking effect on July 1. Mr. Thomas was appointed 
to this office in October last. He was previously Gen- 
eral Manager of several roads in Georgia. 


§§—Mr. Sol Haas has been elected President of the Sloss 
Tron Co., of Alabama; in place of the late Thomas Sid- 
don. Mr. Haas was formerly Trattic Manager of the 
Richmond & Danville, and more recently assistant to 
President Spencer, of the Southern Railway. 


—Mr. George S. Edgell, for some time President of tbe 
Long Island road. has been elected Second Vice-Presi- 
dent of that company. He is a son in-law of the late 
Austin Corbin, formerly President of the Long Island 
Railroad. and has — been elected to officesin other 
corporations formerly held by Mr. Corbin. 


—Mr. Horace Tucker has been appointed Traffic 
Manager of the Chicago, Hammond & estern road 
which was recently organized to build a belt line at 
Chicago. Mr. Tucker is an experienced railtoad_officer 
and was for nearly 30 years connected with the Illinois 
Central. He was General Traffic Agent for 15 years 
until 1892, During the World’s Fair he was Superin- 
tendent of Admissions of the Exposition. 


—Mr. J. S. Dean has been appointed Superintendent 
of the main line of the St. Louis. Vandalia & Terre 
Haute between Indianapolis and St. Louis. He suc- 
ceeds Mr. H. I. Miller, who has been made General Su- 
perintendent. Mr. Dean has beep recently Trainmaster 
of the Pittsburgh Division of the Pennsylvania lines, of 
which Mr. Turner was Superintendent before his pro- 
motion to be Vice-President of the Vandalia. 


—Mr. S. B. Fisher has been appointed Chief Engineer 
of the Missouri. Kansas & Texas road. He bas been 
Acting Chief Engineer since the death of Mr. C. A. 
Wilson Jast year. Mr. Fisher went to the Missouri, 
Kansas & Texas in 1895. He was previously Chief En- 
gineer of the Everett & Monte Cristo road in Washing- 
ton. having charge of its construction. He has been 
Chief Engineer of the Milwaukee & Northern and of the 
Minneapolis, St. Paul & Sault Ste. Marie. 


—Mr. Garrett A. Hobart, the Republican nominee for 
Vice-President of the United States, has long been 
actively connected with railroads and other corpora- 
tions and is at present a member of the Board of Arbi- 
tration of the Joint Traffic Association. A portrait. 
with a sketch of his life, was printed in the Railroad 
Gazette of May 15. He was’ Receiver of the New 
Jersey Midland about six years ‘and President of the re- 
organized road for a short time. He was also Receiver 
of the New York & Greenwood Lake until its reorgani- 
zation and Jater he served in the same capacity for the 
Jersey City & Albany and the Montclair roads. 


—Mr. Edwin M. Winter, Genera] Manager of the 
Chicago, St. Paul, Minneapolis & Omaha, has been 
selected by the Northern Pacific Reorganization 
Committee to be President of the reorganized com- 
pany. His headquarters will continue to be in St. Paul. 
Mr. Winter has been with the Chicago, St. Paul, Min- 
neapolis & Omaha since 1876. He was born in Vermont 
in 1945, and entered railroad service in 1867. His first 
work was in the construction department of the Union 
Pacific, where he remained for about three years. Sub- 
seauently he was acontractor’s agent for construction 
work on various railroads, and in 1876 became General 
Claim Agent for the Chicago & Northwestern. He held 
the last-mentioned position until 1876 when be became 
General Superintendent of the West Wisconsin, retain- 
ing that office when the consolidated company was 
formed in 1879. ' He has been General Manager since 1885 
and is also a director. It is expected that Mr. Winter 
will take charge of the Northern Pacific road within a 
few weeks. 

Mr. Winter isa man of singular force of character 
and of untiring zeal and industry. As a railroad man 
he is not only a master of details, but he is accustomed 
to take broad and comprehensive views of the relations 
of the railroads to each other, to their patrons and to 
the nation. Weare bound to think that the Northern 
Pacific is fortunate in securing the services of a man so 
able, so proficient and so judicious. 








ELECTIONS AND APPOINTMENTS. 





Charleston & Western Carolina.—The incorporators 
of this company, which succeeds the Port Royal & West- 
ern Carolina road, are as follows: Thomas F. Ryan and 
Samuel Thomas. of New York: Henry Crawford, of 
Chicago; John B. Cleveland, of Spartanburg. S. C.; J. 
C. Fleming, of Laurens, S. U.; J. A. Brock. of Anderson, 
S.C.: D A. P. Jordan, of Greenwood, S. C.; Avery Pat- 
ton, of Greenville, N. C., and J. P. Doughty, of Augusta, 
Ga. 


Chesapeake & Western.—At the annual meeting of 
the company, held at Harrisonburg, Va.. last week, the 
following directors were elected: F.W. Jackson, C. 
W. Haskins, E. S. Rapallo, J. W. Rinehart, T. H. Bake- 
well, Calvin Wells, William M. Hobliston, Ed. M. Van 
Buren, John A. Carling, of New York ; James Clark 
and Garret A. Hobart, of Paterson, N. J., aod J.P 
Hauck, of Harrisonburg, Va. . 


Green Bay & Western.--The incorporators of this 
company, succeeding the Green Bay, Winona & St. Paul 
are Mark T. Cox, Morristown. N. J.; C. L. Blair, 
Stephen S. Palmer and William J. Wilson, New York 
City; William J. Hunt, Jersey City. 


Houston, East & West Texas.—This road was formally 
transferred to James A. Blair, representirg James A. 
Blair & Co., of New York. June 10. The following di- 
rectors were elected: T. W. House, S. Allen, C. Lom- 
bardi, M. G. Howe, Henry Brashear and James A. 
Baker, Jr.. of Houston, and James A. Blair, James 
Byrne and Edgar Marston, of New York. The directors 
elected T. W. House, President; M. G. Howe, Vice- 
President and General Manager; James A. Baker, Jr., 
Secretary, and Thomas Cronan, General Superintendent 

Kansas. Oklahoma & Southwestern.—K, 4H. 
Bartles, of Bartlesville, I. T., has been elected Presi- 
dent of this new company in Oklahoma and the Indian 
Territory. 

New York & Pennsylvania.—The directors of the con- 
solidated company are: Benton McConnell, Theodore 


Cobb. David N. Ramsey, William W. Rittenden and Ir- 
win M. Near. 


Pittsburgh, Chicago, Cincinnati & St. Louis.—At the 
annual meeting of the Board of Directors the following 
officers were re-elected: George B. Roberts, President; 
James McCrea, First Vice-President; J. T. Brooks, 
Second Vice-President; John E. Davidson, Third Vice- 
President: Joseph Woods. Fourth Vice-President; S. B. 
Liggett, Secretary, and T. H. B. McKnight, Treasurer. 
L. F. Loree was again appointed General Manager. 


St. Louis & San Francisco.—The Reorganization 
Committee has selected the following as directors of the 
new company: J. Kennedy Tod, Isaac N. Seligman, J 
A. Blair, E. C. Henderson, Horace Porter, Fred Strauss, 
of New York; Benj. P. Cheney. W. T. Hart, of Boston; 
Samuel C. Eastman, of Concord, N. H.; Charles. Gleed, 
Topeka, Kan.; Geo. A. Madill, Richard C. Kerens and 
Daniel B. Robinson, St. Louis. 


St. Louis, Avoyelles & Southwestern.—The following 
appointments have been made: I. W. Sylvester, Gen- 
eral Superintendent, in charge of operating and con- 
struction departments; W. E. Pearce, General Freight 
and Passenger Agent, in charge of the freight and pas- 
senger departments; and E. H. Cochran, Auditor. The 
road is being operated by Hugh J. Fitch, Receiver, ap- 
pointed June 15. 


Winona & Western.—The following officers were 
elected at Winona, Minn., June 15: President, H. W. 
Lambertson; Vice-President, V. Simpson; Treasurer, 
M. G. Morton; Secretary, Thomas Simpson; Directors, 
R, D. Core, Charles Hozton and E.S. Youmens, all of 
Winona. This company has succeeded the Winona & 
Southwestern. 


Wyoming & Black Hills.—V. Baker, of Cheyenne 
Wyo., has been elected President of this new railroad 
company. 








RAILROAD CONSTRUCTION, 
Incorporations, Surveys, Etc. 


Alameda & San Joaquin Valley.—This road. built 
to reach the coal mines in Alameda County, southwest 
of Stockton, Cal.. was formally completed last week. 
The road is a very substantially-built line, 30 miles long 
andowned by the San Francisco & San Joaquin Coal 
Co., which also owns the mines reached by the new 
line. The heaviest grade is 92 ft. tothe mile. The con- 
struction of the road was begun early in the year and 
its Me eed for traffic has been delayed by the steel 
drawbridge over the San Joaquin River. Thisis 360 ft. 
long with a draw of 220 ft. he opening of these mines 
through the building of the road is looked upon as Of 
considerable importance in San Francisco. The supply 
of coal is said to be large and the quality very fair. It 
is said that excellent beds of clay and limestone are 
found along the road which would be suitable for mak- 
ing a good quality of cement. 


Ashland & Wooster.—This company was incorpo 
rated in Ohio last week by Harod B. Camp, Charles 
Baird, Aaron Wagoner, William Buchtel and Thomas 
Walsh to build a road from Sandusky on Lake Erie 
through Erie, Huron, Ashland, Wayne, Stark, Tuscara- 
was ard Harrison counties to Cadiz. The capital stock 
is $100,000. 


Atlanta Lumber Co.—This Texas company now owns 
about 23 miles of narrow-gage road extending east of 
Atlanta, Tex.. toward the Red River to reach the tim- 
ber of the company. Recently the Kansas City, Shreve- 

ort & Gulf road has been built from Texarkana to 

breveport, La., crossing the lumber line about seven 
miles east of Atlanta, near Bloomburg station. It is 
now proposed to rebuild the seven miles of road and put 
down a third rail so that business can be interchanged 
with the Kansas City, Shreveport & Gulf road. This 
connection will save about 30 miles of distance from 
Atlanta to Shreveport over the present line, via the 
Texas & Pacific, through Marshall te Shreveport, by 
which the ¢istance is 84 miles. By extending the line 
to the Red River the cotton district of that portion of 
the state will get an advantageous route to the Red 
River and via that waterway to New Orleans in compe- 
tition with the present route via the Texas & Pacifie, 
and it is very possible that such an extension will be 
built. M. Jacobs, of Atlanta, Tex., is President of the 
company owning the road. 


Baltimore & Ohio.—Stewart, Forsythe, Watson & 
Co., contractors, of Washington, D. C., have commenced 
the work of straightening the ‘‘Seven Curves” of the 
road at Patterson’s Creek, W. Va., below Cumberland. 


Beatty Lumber Company.—This company, incor- 
porated in West Virginia a few weeks ago by Azel 
Ford, of Hinton, W. Va.; J. C. Carpenter, J. R. Beatty 
and others, of Virginia, to operate an extensive lumber 
plant in Raleigh County, W. Va.. is now building a rail- 
road from the Chesapeake & Ohio twelve miles to con- 
nect with the lumher plant. Since beginning the road 
it has been decided to extend it and ope rit to general 
traffic. The line, as laid out, will leave the Chesapeake 
& Ohio at Glade station and follow the New River Val- 
ley to Glade Creek, thence along GJade Creek and Little 
Beaver Creek to Raleigh Court House. The section 
traversed is rich in coal and timber, and at present 
there is no railroad in Raleigh County. 


Bosse, Nampa & Owyhee.—Grading has been com- 
menced on this road at Nampa, Idaho. It isexpected that 
the road will be completed to Snake River by Oct. 1. 
The crossing will be about half a mile above Walter’s 
Ferry. The work now being done is under contract to 
the [daho Construction Co., of which J. J. McDonald, of 
Nampa, is Manager. Tracklaying will begin when the 
first six miles of grading has been completed. 


Burlington & Hinesburg.—No new track laid this 
ear by this company. About five miles were graded 
ast year between Burlington, Vt., and Hinesburg, and 

the road will probably be completed this summer. 
Frank O. Sinclair, of Burlington, Vt., is Chief Engi- 
neer. 


Butler & Pittsburgh.—Bids for the grading and 
masonry on the first division of this road between But- 
ler and the Allegheny River, 31 miles, will be received 
until June 30, as stated last week. Bids are to be ad- 
dressed to Mr. R. A. Franks, Secretary, Carnegie Build- 
ing, Pittsburgh. Specifications can be secured from the 
Chief Engineer, Mr. F. E. House. at the same office. 
The grading of this 31 miles will require much heavy 
work and one tunnel 700 ft, Jong. The masonry includes 
seven viaducts. The details of the bridge across the 
Allegheny River and the line from that point to the 
Monongahela River have not yet been determined. The 
bridge will be about 3,000 ft, Jong and 130 ft. above the 
river. 
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Charleston & Western Carolina.—The Port Royal 
& Western Carolina, now controlled by Mr. Samuel 
Thomas and Thomas F. Ryan, of New York City, 
through purchase at foreclosure sale, has been reorgan- 
ized under the above name. The road was sold at fore- 
closure in November last, having been operated bya 
receiver since 1893. It was formerly one of the leased 
lines of the Central of Georgia and extends trom 
Augusta north to Spartanburg, 135 miles, with branches 
to Greenville and Anderson, 96 miles additional. It 
reaches Asheville and Eastern Tennessee over the 
Southern Railway. The present owners propose to 
make important improvements in the road and to ex- 
tend it, but details of these matters have not yet been 
given to the public. 


Columbia & Red Mountain.—This road, whic™ is 
practically a branch of the Spokane Falls & Northern 
into the Trail Creek Mining Keyion in Southern Bruvish 
Columbia, is now under contraci to Stuart & Welsh. It 
is said that the firm will ultimately have 1,000 men 
at work on construction. but it is not expected to 
complete the road before September. The line is only 
15 miles long and begins at Northport, Wasb., the 
present terminus of the Spokane Falls & Northern. The 
work includes an important bridge across the Columbia 
River, near Northport. 


Denison & Northern.—It is stated that work on the 
extension in the Indian Territory has progressed so far 
that 15 miles of track has been laid and 40 miles of right 
of way cleared and bridges completed on 21 miles of the 
road. J. W. Wilson has been the engineer in charge. 


Denver & Rio Giande.—It is announced that engi- 
neers of the company are now surveying at Veta pass 
for a standard gage line to Alamosa, the principal point 
in the San Luis Valley, in Southern Colorado, reached 
by the road. Business has increased both in freight 
and passenger trafltic, so that the change of gage seems 
advisable, but no definite conclusion will be made im- 
mediately. The branch is 59 miles long, and with other 
narrow-gage lines gives the company a connection with 
Santa Fe, N. M. The standard-gaging of the line has 
been under consideration since February. , 


Detroit & Mackinac.—Track laying was begun two 
weeks ago on the southern extension of this road to 
Bay City, Mich. The extension is 37 miles long 
altogether and is being built under the contract of Ken- 
nedy & Campbell. of Bay City. The new line leaves the 
existing road at Omer and extends southwest to Bay 
City. About 15 miles of the grading is now completed 
and it is expected to finish the entire road some time in 
July. 

Elkhart & Western.—This company has been incor- 
porated in Indiana by J. L. Brodrick, J. R. Beardsley, S. 
Maxon, H. E. Bucklen and D. F. Coe, to build a road to 
run 10 miles long, from Elkhart County, Ind., to Cass 
County, Mich. 


Eureka & Kiamath River.—The extension of the 
road has been completed from Mad River to the mouth 
of Mad River Slough, a distance of 74g miles. The road 
will be extended 314 miles further to Samoa, opposite 
Eureka, Cal., with which it will connect by ferry. The 
line willdoa general treight and passenger business. 
Mad River Slough will be crossed by a drawbridge. It 
is expected to have the road finished and in operation 
to Samoa within three months. This road is owned by 
the John Vance Mill & Lumber Co., and is standard 
gage. ‘The road reaches arich lumber region, one firm 
having 9,000 acres of redwood timber, and the Vance 
Company i0,000 acres contiguous to the road’s northern 
terminal. 


Green Bay & Western.—This company has been 
organized to succeed the Green Bay, Winona & St. 
Paul, recently sold at foreclosure to the bondholders. 
The new company takes over all the property 
of the Green Bay, Winona & St. Paul and the 
Green Bay, Steven’s Point & Northern roads and 
secures a line from the Mississippi River at Winona, 
across Wisconsin, to Green Bay and Lake Michigan, 
— 215 miles, with a branch to La Crosse, about 30 
miles. 


Hoxie, Pocahontas & Northern.—A survey is now 
being made for this road between Pocahontas, in Ran- 
dolph County, Ark., to connections with the St. Louis, 
Iron Mountain & Southern and with the Kansas City, 
Fort Scott & Memphis at Hoxie, Ark. The distance be- 
tween the two points named 1s about 15 miles, and it is 
stated that the construction of the ‘road will begin 
before next October. Maxwell Coffin, of Little Rock, is 
President. 


Lake Dauphin Colonization.—S. Gaudaur, of Win- 
nipeg, Man., has been awarded the contract for con- 
structipg to the 18th mile from Gladstone. 


Little Kanawha Valley.—The Drake & Stratton Co. 
have the contract to build this road trom Parkersburg, 
W. Va., by way of the Little Kanawha Valley, to Glen- 
ville, Gilmer County. The first 29 miles from Parkers- 
burg to Palestine wil) be built this year. The work 
will begin as soon as the local aid, over $200,000 of which 
has been subscribed. can be made availabie, probably by 
August. Partersburg and Wood County alone have 
voted $175,600 in aid. The road will open up for local 
trade the Kanawha Valley, which bas heretofore de- 
pended upon the river entirely, and will develop the 
coal and timber region at the Kanawha heaawaters. 


Maine Shore’ Line.—Mr. George A. Curran, of 
Calais, Me., the President of this road, states that he 
has arraned in New York for the funds necessary to 
complete the construction work proposed for this sea- 
son. James Mitchell, of Portland, Me., is the contract- 
or for the entire line. It is stated that in about two 
weeks the work will be resumed along the line in 
Washington County. It is promised that the western 
division of the road, from the Maine Central near 
Franklin to Machias, will be ready tor regular trains by 
October, and that not much later regular service can be 
begun on the eastern division from Calais to Kastport 
and Charlotte, where the Calais and Eastport lines will 
join the branch running up from Machias. The section 
between Charlotte and Machias is called the middle 
division of the road and may not be completed this fall. 

Washington County voted to subscribe $500,000 in aid 
of the railroad, taking preferred stock to that amount. 
One section of five miles, from Machias west toward 
Jonesport, was completed before Dec. 31, 1895, and up- 
on its acceptance by the Railroad Commissioners the 
County Commissioners paid the sum of $22,300. 


Mexican National.—-The engineers of this company 
have recently completed a preliminary survey through 
Southeastern Texas from @ point on the Texas-Mexican 
ruad operated by the company (its Corpus Cristi line) 
north about 20 miles to Aransas Harbor, Tex. President 
Raoul states that no detinite determination to build this 
line has been made. Nothing further will be done for 
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the present. awaiting the results of the improvements 
at Aransas Harbor. 


Milwaukee & Lake Winnebago.—lIt is anncunced 
that the extension of this road to Lake Michigan, at 
Manitowoc, Wis., will be completed by July 1. The 
new line begins at Hilbert Junction on the old road, 
which is one of the subsidiary corporations of the Wis- 
consin Central system, and extends easterly to the Lake 
Micliigan terminus at Manitowoc, a distance of 28 miles. 
The new road was built to give the Wisconsin Central 


‘a lake outlet. The boats of the Flint & Pere Mar- 


quette will be used to cross Lake Michigan, the 
eastern terminus of the boat line being at Luding- 
ton. It is stated that this route will be one of the 
shortest to Eastern points. The distance between 
Minneapolis and Buffalo via the new line is given as 
879 miles as against 947 miles, the distance by the short- 
est present route. The Receivers of the Wisconsin Cen- 
tra) have recently taken possession of the extension 
under a lease authorized by the United States Circuit 
Court. The road, asstated above, is not quite completed, 
but July 15 has been fixed as the date for formally open- 
ing tbe new route. 


Pittsburgh & Eastern.—Twelve miles o: track has 
been laid on this road this year from Beech Creek Junc- 
= at Mahaffey to Glen Campbell, Indiana County, 

a: 

St. Johns & Atlantic.—This company secured a 
charter in Florida last week, with capital stock of 
$100,000. The main line of the road is from Jackson- 
ville to Burnside Beach, witk branches to Arlington 
and Mayport, Fla. ‘The incorporators are J. N. C. Stock- 
ton, J. M. Barrs and W. H. Baker. The road is a reor- 
ganization of the Jacksonville, Mayport & Pablo Co., 
now in control of Receivers. 


Salt Lake & Pacific.--Watson Bros., of Salt Lake 
City, who had the contract for the first 10 miles of the 
grading out of Salt Lake City, have finished that sec- 
tion, and have now been ordered to continue work on 
the next section in Tooele County. 


Santa Clara Valley.—Secretary Tiayer, of the com- 
pany. says that active work on the proposed road from 
San Jose, Cal., to Alviso will be soon begun. The road 
will be nine miles long, connecting San Jose with ves- 
sels to the inland towns situated on navigable streams. 


Sebasticook & Moosehead.—T. R. Atkinson, Civil 
Engineer of the railroad, has completed the working 
survey of the extension from Main Stream to Cambridge 
Village, Me., and the contract has been let to W. T. 
Davis, of Boston, for the construction of the line. The 
distance from Main Stream to Cambridge is five miles, 
two and a half less than by the way of Harmony Village, 
bors was on the route first surveyed, as noted last 
week. 


Sierra Nevada Lumber Co.—This company will 
shortly receive bids for the’yrading of a new road tobe 
built from Truckee, Cal., at a distance of about seven 
miles into the timber lands, where a mill will be built. 


Tennessee, Georgia & Atlantic.—This company 
has been organized by E. A. Richards, of Atlanta, and 
associates, who recently leased the Northeastern road 
of Georgia from the state of Georgia, which has operated 
it for several years past. The Northeastern road is 
about 40 miles long from Athens to Lula, Ga. The new 
company proposes to extendits line on the north and 
on the south. The northern extension will be from 
Lula to Chattanooga, about 120 miles, and the southern 
extension from Athens into Augusta, about 83 miles, 
forming a line across Georgia from Chattanooga to Au- 
gusta, and about 245 miles in length. At present the 
Northeastern road is only leased, but when the state 
legislature meets it is proposed to submit a proposition 
for the purchase of the road. Mr. Richards, who is the 
active Director, states that he has arranged in New 
York for funds to complete the plans outlined above. 
He says that the new line will be nearly 70 miles 
shorter between Chattanooga and Augusta than any 
existing line, and also shorter than the present line be- 
tween Atlanta and Augusta. Among those interested 
in the new company are W. S. Witham, of Atlanta, 
President of several banks in Georgia, and Ex-Governor 
A. B. Cornell, of New York. ‘The contracts for the ex- 
tensions will probably be given out about Oct.1. The 
appointment of an engineer has not yet been made. 


Texas Midland.—The company has amended its 
charter providing for an extension of its road from 
Greenville, Tex., in a northeasterly direction to Cooper, 
in Delta County, and thence northerly to Paris, in 
Lamar County; also providing for the extension of its 
line now in operation from Ennis, Tex., in Ellis County, 
in a northwesterly direction to the city of Waxahachie, 
in Ellis County. Tbese extensions have been proposed 
for a long time and the surveys have been made. ‘I'he 
northerly extension from Greenville has been recently 
placed under contract to the Bethune & Craney Con- 
struction Co., of St. Louis. For the present the exten- 
sion will be from Commerce to Paris, instead of from 
Greenville, and the road will use the track of the St. 
Louis Southwestern between Commerce and Greenville. 
As soon as the extension is completed and through 
trains running the company will immediately begin tne 
construction of the gap between Commerce and Green- 
ville. 

West Virginia Oil & Coal.—Since the in-orpora- 
tion of this road, mention of which was made in 
the Railroad Gazetle last week, the stockholders have 
met and decided to make it an electric line. It will be 
about 35 miles in length, and the nresent plans contem- 
plate four power houses. It will be standard gage, and 
will do ageneral freigbt and passenger business. Engi- 
neers left Sistersville, W. Va., last Monday to make 
the locating surveys. 








Electric Railroad Construction. 





Amherst, Mass.—The contract for building the Am- 
herst & Sunderlané Electric Railroad has been awarded 
to M. A. Coolidge, of Fitchburgh, Mass. 


Aurora, Ill,—The Aurora & Geneva Railroad Co. 
has been incorporated, with a capital stock of $10,000, 
to build electric roads in Kane County. It is stated 
that the first line in the county will connect Aurora 
with Batavia. 


Boston, Pa.—Right of way has been secured for an 
electric road from Boston, in Alleghany County, to Sut- 
terville, West Newton, Mendon, Ruff’s Dale, Tarr, 
Scottsdale and Mt. Pleasant, in Westmoreland County. 


Carterville, Mo.—The Southwest Missouri Electric 
Railway Co., of Carterville, has filed a statement of 
increase of capital stcck $500,000 to 650,000, and has 
purchased the electric railroad on Main street, in Jop- 
lin, and is now extending it to Galena, Kan., a distance 
of 8 miles. Thecompany will then have a continuous 
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line of 23 miles, between Galena, Kan., and Carterville, 
Mo. The new cars ,for the extension will be 40 ft. in 
Jength and vestibuled. A. H. Rogers. of Joplin, is Presi- 
dent and Genera! Manager of the road. 


Chicago.—The Chicago General Railway Co. for- 
mally opened its line from Lawndale south to Mud 
Lake oun June 14. lt has been named the “Lawndale 
Avenue Line,” and when completed will extend from 
= City Hall to the drainage canal, a distance of seven 
miles. 

The General Electric Co. proposes to build an electric 
conduit railroad on Wentworth avenue, Chicago. The 
company will agree to pave the street from curb to 
curb, keep the street clean and place one electric light 
in the middle of each block. 


Cincinnati, O—A franchise has been granted to the 
Madisonville & Cincinnati Street Railway Co. to con- 
struct an electric road between Madisonville and Delca 
avenue, Cincinnati. 


Clarksville, Tenn.—The charter of the electric rail- 
road of Clarksville was filed on June 14. Among the in- 
corporators are R.H. Burney, J. N. Shelton and N. L. 
Carney. 


Clayton, Mo.—The Cross County Railroad Co. has 
been incorporated, with the capital stock of $100,000, ro 
build an electric road from Big Bend and Gor2 avenue to 
the St. Cyrroad. Among the incorporatorsa.e: Ernest. P 
Bell, Mark E. Lennan and Chas. Frederick. 


Dedham, Mass.—The selectmen of Dedham have 
granted the West Roxbury & Roslindale Street Rail- 
way Co, the location asked for its line along Washing 
ton street across High street from the Boston line to 
Dedham Center. At Dedham connections will be made 
with the Norfolk Central Street Railway Co.’s line, 
running from that point through Norwood to East Wal- 
pole, and also with the Norfolk Suburban Street Rail- 
way Co.’s line, running to Hyde Park, Forest Hills, 
Dorchester, Milton Lower Mills and Readville. 


Doylestown, Pa.—It is stated that the Bucks 
County Trolley Co. is about to let the contracc for 
building an electric road between Doylestown and 
Willow Grove, a distance of about 20 miles. 


Fort Wayne, Ind.—Alexander B. White, of Fort 
Wayne, has secured the right of way for an electric 
road between New Haven and Fort Wayne, a distance 
of six miles. 


Milwaukee, Wis.—The Municipal Street Railway 
Co. has been organized with a capital of $500,000 to 
build an electric railroad. Among those interested are 
G. Reuther, J. Ullrich and Aston Palm. 


New York.—The Third Avenue Cable road will soon 
begin the extension of its line from 162d street to Kings- 
bridge, in the annexed district of the city,a distance of 
four miles. The overhead trolley system will be used. A 
clause in the franchise reads: ‘There shall be no oVer- 
head trolley south of 162d street, or north of 162d street 
for a longer period than 10 years after it shall first have 
been employed.” 


North Peoria, Ill.—The East Bluff Street Railroad 
Co. has petitioned the City Board for a franchise to ex- 
tend its lines to Prospect Heights. 


Oswego, N. Y.—The Oswego Street Railway Co. is 
building an electric road from Oswego to Fulton, a dis- 
tance ot about 11 miles. Three miles of track have been 
completed. 


Reading, Pa.—G. S. W. Brubaker has been awarded 
the contract for the extension of Reading & Southwest- 
ern, from Reading to Mineral Springs Park. 

Rockville, Conn.—Surveys are being made by the 
Hartford, Manchester and Kockville Railroad Co. for an 
electric road from Rockville to Vernon Centre, a dis- 
tance of two miles. 

St. Louis, Mo.—The Midland Street Railway Co. 
was granted a franchise on June 15 for the extension of 
its line from its present eastern terminus at Hanley 
road and Page avenue to Creve Coeur Lake. 


San Francisco, Cal.—The Market Street Railway 
Co.. which operates 97 miles of electric road, will ex- 
tend its Mission street system to the county line. The 
new line will be in operation by October. The survey- 
ing for the route along the beach 1s now in progress, 

Work will soon be begun on the conversion of the 
Geary Street Park & Ocean Railroad into an electric 
line. 

Scituate, Mass.—The Norwell & Scituate Street Rail- 
way Co. has been organized, with a capital stock of 
$22,500, to build nive miles of electric road. Among 
those interested are: Johathan Hatch and Horace 
Fogg, of Norwell, and lienry Webb, of Scituate. 


Springfield, Vt.—The Springfield Electric Railway 
Co. was orgaoized June 17, with a capital stock of $30,- 
000, to build the road from Springfield, Vt., to Charies- 
town, N. H., a distance of six miles. Officers were 
elected as tullows: Adna Brown, President, and C, F. 
Richardson, Treasurer. 


Stroudsburg, Pa.—The contract for building the 
Port Jervis & Stroudsburg Electric Railroad has been 
given to the Southern Construction Co., of Philadel- 
phia, which bas signed articles to complete the road 
from Stroudsburg to Milford by July 15. The survey 
has been made along the Delaware River to Milford. 


Toledo, O.—Surveys for the Toledo, Bowling Green 
& Fremont Kaiiroad nave been completed from Toledo 
to Bowling Green. The contracts for grading, track- 
laying and overhead work has been awarded toJ.N. 
Bick, of Toledo. The maximum grade is $8 ft. per mile 
and the maximum curve, three degrees. Sixty-lb. rails, 
60 ft. long, are being laid. 


Vernon Centre, Conn.—A new survey is being made 
for an electric road through Vernon Centre, by the 
Hartford, Manchester & Rockville Railroad Co. The pro. 
posed new route will run through Vernon Centre and 
then north to Rockville by way of the West road and 
from Rockville to West station. 


Warren, O.—The Mahoning Valley Electric Railway 
Co. has begun to doubletrack its line from Westlake’s 
crossing, in Warren, to Brier Hill, in Youngstown. 


Wooster, O.—Arrangements are being completed for 
the construction of the Wooster, Medina & Cleveland 
Electric Railroad. The estimated cost is $750,000. 





GENERAL RAILROAD NEWS. 





Chicago & Northern Pacific.—Judge Jenkins, in 
the United States Court, has issued a decree for the 
sale of this road, the minimum price being fixed at $10,- 
000,000. The date of the sale is not named in the decree, 
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but it will be soon after Oct. 1. The Reorganization 
Committee of the bondholders now controls about 95 
per cent. of the outstanding bonds, and will undoubt- 
edly purchase the property at the foreclosure. This 
company was organized several years ago to provide 
Chicago terminals for the Northern Pacific when that 
road leased the Wisconsin Central. It now owns the 
Grand Central station at the corner of Harrison street 
and Fifth avenue, Chicago, and nearly 150 miles of track 
in Cook County. The track to the southern limit of 
Cook County is leased to the Baltimore & Obio; that to 
the northwestern limit of the city is leased to the Wis 
consin Central, and the western track is leased to the} 
Chicago Great Western. The company operates asubur 
ban line directly through its Receiver. 


Cincinnati & Kentucky Southern.—Tbis 13-mile 
road in Kentucky between Yosemite and King’s Moun- 
tain, formerly known as the Cincinnati & Green River 
Road, has been sold to Joseph Joseph & Bro., of Cin- 
cinnati. The road was built some years ago by Cincin- 
nati capitalists to secure as. outlet from timber lands in 
Kentucky. It was sold recently to satisfy a judgment 
secured by the Alabama Great Southern, Ic is likely 
that the road will be abandoned and rails taken up by 
the present owners, although an attempt is now being 
made to organize a new company to operate the road. 


Duluth & Winnipeg.—The foreclesure sale of this 
road has been fixed for July 18 at Duluth, Minn., iustead 
of St. Paul, as fixed in the original decree. ‘he recent 
decision of the Minnesota Court of Appeals, dismissing 
the appeal of the State Attorney-General to prevent the 
sale of the road,-having been denied the court was able 
to name a definite date for the sale. 


Grand Rapids, Lansing & Detroit.—In the suit of 
the New England Trust Company against this property 
a decree of foreclosure was issued last week by the 
United States Circuit Court at Grand Rapids, Mich. 
The sale is to take place on Oct. 1 next at Grand Rapids. 
The road is operated by the Detroit, Lansing & Northern 
and the decree of saleis in pursuance of the plan for the 
reorganization of that property. The division affected 
by the decree of the sale extends from Grand Rapids to 
Grand Ledge, Mich. 


Jacksonville, Mayport & Pablo.—This company, 
operating a short road in northern Florida, will be 
succeeded by the St. Johns & Atlantic, recently or- 
ganized by the interests now in control of this company. 


Kings, Queens & Suffolk.—This scheme for a bicycle 
railroad in the eastern counties of Long island seems 
to have been finally disposed of by a decision of the 
Appellate Division of the New York Supreme Court 
made last week. This decision sustains the action of 
the New York State Railroad Commissioners in re- 
fusing to grant the company a certificate authorizing 
it to proceed with the construction of the road. The 
Commissioners held that the projectors had failed to 
comply with the law relating to the organization of 
corperations, and that theretore the company had no 
legal existence, and further, that the building of the 
proposed railroad was not warranted by public con- 
venience or necessity. The points made by the Com- 
missioners were editorially discussed at some length in 
the Railroad Gazette of Jan. 31, 1896. The Commission- 
ers were sustained in their arguments by the Supreme 
Court. The company proposed to build into the terri- 
tory southeast of Brooklyn paralleling branches of the 
Lony Island. It was proposed to use the bicycle loco- 
motive of E. Moody Boynton which has a single driver 
and runs on one rail, being kept in position by an over- 
head rail and stringers. 


Lake Shore & Michigan Southern.—The statement 
of earnings for the six months, tor four years, isas fol- 
lows: 





1896. 1895 19894. 1893. 
Gross earn,...... $10,005,765 $9,536,404 $9,382,241 $11,744,000 
Oper, expen..... . 6,811.779 6,347,268 6,183,826 8,283,206 
Net earn..... ‘ 3,193,986 3,189,136 3,198,415 3,460,794 
Fixed charge’ 1,680,000 1,680,000 1,680,000 1,680,010 
Dividends.. 1,483,995 1,483,995 1,483,995 1,483,995 
Surplus ‘ 29,991 25,141 34,420 296,799 
Dividends......... 3.06% 3 U1% 3.07% 3.6% 


Louisville, Henderson & St. Louis.—This company 
filed in the County Court at Louisville this week a 
mortgage in favor of the State Trust Co.. of New York, 
for $2,500,000, $1,400,000 of which is to retire old bonds, 
$700,000 to pay lien holders and $400,000 to extend the 
line to Louisville. The grading for this extension was 
done three years ago. The company now uses the tracks 
of the Chespeake, Ohio & Southwestern. It was recently 
organized to succeed the Louisville, St. Louis & Texas. 


Michigan Central.—The following statement for six 
months includes the earnings of the Canada Southern : 


1896, 1825. 1894 1893, 
Gross @earn...... ...-. $6,620,009 $6,200,000 $6.169,100 $7,550,000 
ee 1.716100 = 1,730,000 =1,740,000 1,765 U0 
a eae 516 000 530 000 540,000 565,00) 
Prop, to Mich. Cent.. 375,000 382.000 385.000 403,000 
Prop. to Can. So..... 141,000 148,000 151,000 162,000 


The earnings of the Michigan Central are reported 
separately, as follows: 


SPBAUG, « ..60:50s000008 275,000 382.000 388,010 403,600 
Dividenus............ 374,760 375.760 374,764 374,764 
Halapce 5. ihe 240 7,240 13 2°%6 28,236 
To Can. So. (net)..... 141,000 148,000 152,000 162,000 
Divideuds....... .... 187,520 187,500 187,50 187,500 
rr 46,500 39,500 35,500 25,500 


The previous surplus was $59,000 and the present sur- 
plus is $12,500. 


New York & Pennsylvania.—The agreement of 
consolidation between this company and the Olean, 
Oswayo & Kastern under the former name, which was 
decided upon by the stockholders recently, has been 
formally filed with the state officers at Albany, N. Y. 
The consolidated line operates 28 miles of road from 
Oswayo, Pa., north to Rixville, N, Y. It is proposed to 
extend the line from the latter point north to Conesteo, 
14 miles, reaching Hornellsville four beyond, over the 
track of the Erieroad. A southern extension to Shingle- 
rouse, Pa., is also proposed, both these lines being pro- 
vided for in the articles of incorporation of the consoli- 
dated company. 


New York Central & Hudson River.--The earn- 
ings for the three months ending June 30, partly 
estimated, make the following comparisons: 

















1896. 1895. 1894. 
RR OOR, bcs since «eased $10,770,000 $10,494,668 $9,915 587 
ONSP. SEPOD..... cccesesvce 7,240,060 7,500,750 6 914,594 
NOt OBER: .50c0s0c000sc08 $3,530,000 $2,993,918 $3,000,993 
P. c. exp. to earn.... .. 67% 71 69%4 
Fixed charges............ 2,650,000 2,651,587 2,626,228 
en See eee ° R $342,331 $374,765 
err ee 1,000,000 1,000,000 4,178,418 
BORO n000 00 vavexcsencet $120,000 $657,667 $803,653 


For 12 months: 


Gros8 CAIN,.......... +0000 $45,062,000 $12,489,537 $43,678,200 
ee eee -. 14,604,000 13,679,094 14,169,794 
BONUS co ivce xscsinevacss 31,000 =D 1,217,577 D — 786,340 


The net, earnings in the quarter ending June 30, 1896, 
were $3,713, 510. 


Philadelphia & Reading.—Formal legal notices 
advertising tbe sale of the property of the compa:y 
under foreclosure were published on Monday. Under 
the terms of foreclosure the sale will take place in 
Philadelphia on Sept. 23. The purchasers will be the 
reorganization managers and the reorganization of the 
company under the plan made public will follow. 


Pittsburgh & Connellsville.—This company has en- 
tered into ap arrangement with Speyer & Co. and Ver- 
milye & Co., of New York. for the extension at or before 
maturity of its $4,000,009 first mortgage bonds, due July 
1, 1898, so that the principal shall become pavable in 50 
years from July 1, 1896, with interest payable at the 
rate of 4 per cent. This arrangement has been approved 
by the Baltimore & Ohio lessee and its receivers. 


Pittsburgh, Civcinnati, Chicago & St. Louis.—The 
company reports earnings for May as follows: 








1896. 1895. 1894. 

TOE CATR osivisice den csvOns $1,217,834 $1,189,906 $1,079,084 
Oper. expen .... .........- 925,892 974 625 950,028 

NBC GATS so .csccvsnsccedes $291,942 $215,281 $129,016 
P. c, exp. LO €arn........4 6 817 88 
Fixed charges............. 307,331 302,374 

ERO 3s. nodercsessocabae $15,389 SASS if Halesin's 
Net two months.......... 1,287,309 1,016,728 1,081,324 


Pittsburgh, Fort Wayne & Chicago.-The annual re- 
port just issued contains the following summary of im- 
provements by the Consulting Engineer: The amount to 
be added to betterment for 1895, $77.756, is about what 
was added in previous year, present’ indications 
are that more will be done this year, especially in add- 
ing to double track of the Western Division. Twenty- 
seven coaches were sold during the year, it being found 
that the coaches added in the Exposition year made that 
parc of the equipment beyond the needs of the company. 

tizht Jocomotives, 169 box cars, 39 stock cars, 148 gon- 
dolas, 10 flat and 5cabin cars were broken up and re- 
placed with new ones. The addition to station houses, 
$17,969, was for new ——- station at Clifton and 
freight house built at Manstield in 1888, but not brought 
into the accounts until last year; $11,463 was expended 
in replacing wood culverts with stone arches; $16,129 
was expended on double track prineipally in extending 
the d uble track from Wheeler to Winslow on the 
Western Division. It is contemnlated to add 25 miles 
of double track on the Western Division this year if the 
business of the road will warrant theexpenditure. Tae 
company expended $14,740 for real estate for new freight 
yard at Canton, O., and for land purchased at Mansfiela 
for freight station. 


Quincy, Omaha & Kansas City.—The foreclosure 
sale of this road came up for argument in the State 
Court at Hannibal, Mo.. on June 14, but at the request 
of the bondholders the decree of sale was postponed un- 
til August. The road is to be reorganized by the inter- 
ests controlling the Kansas City, Pittsburgh & Gulf 
lines. It will secure an entrance into Kansas City in 
connection with that road through the Kansas City & 
Northern Connectivg, which has been organized to build 
from Kansas City to connect with this road and the 
Omaha & St. Louis, also to be reorganized by the same 
interests, 


Richmond, Nicholasville, Irvine & Beattyville.— 
The United States Court of Appeals at Cincinnati has 
reversed the decision of the lower courts in 19 cases 
against the Louisville, New Albany & Chicago. The 
directors, in a meeting held at Louisville, guaranteed 
the bonds of the above road for $1,185,000. The stock- 
holders failed to approve the action of the directors. 
The Court of Appeals holds that tbe action is legal 
under the laws of Kentucky and binds all the property 
of thecompany in Kentucky for all purchasers of the 
honds, and also binds the property of the company in 
Indiana for all innocent purchasers of the bonds. About 
$500,000 of the bonds are thus declared good. 


St. Louis. Avoyelles & Southwestern.—H. J. Fitch 
has been appointed receiver of this road in Louisiana 
under a suit filed in the state court on June 15 by J. & 
W. Seligman & Co., of New York. The road was only 
completed this year from Bunkie to Simmesport, La., 26 
miles, with a branch to Marksville, 10 miles. At Bun- 
kie the road connects with the Texas & Pacificand then 
extends easterly through Avoyolles Parish. 


Sunbury & Lewiston.—The company has sold $5(0,- 
000 forty-year four per cent. first mortgage gold bonds 
to Kuhn, Loeb & Co., of New York. The new issue 
takes the place of an equal amount of seven per cent. 
bonds maturing July 1. The refunding saves the coni- 
pany $15,000 a year in interest charges. It is under- 
stood that the price received for the new bonds was 
103.15, which would reduce the interest about 3 85-100 
percent. The road is oneof the operated lines of the 
Pennsylvania. 


Electric Railroad News. 








Anniston, Ala.—The Anniston Electric Co. has been 
incorporated, with a capital stock of $50,000, 10 succeed 
Howard W. Seaton, Trustee, in the ownership of the 
Noble Street and Union Passenger Depot Electric Car 
Co.’s lines. H. W. Seaton was elected President, R. P. 
Huger Vice-President and J. R. Kees Secretary. 


Cincinnati, O.—The proposition to issue $1,000,000 
of new stock and the same amount of gold five per 
cent. second mortgage bonds was unanimously adopted 
at a meeting of the stockholders of the Cincinnati, 
Newport & Covington Street Railway Co. on June 16. 
The former capital was $3,000,000, and the bonded in- 
debtedness was the same. Now the stock is increased 
to #4,000,0U0, and the bonded indebtedness will be raised 
to the same sum. 


Cohoes, N. Y¥.—Thecontrojling interest of the 
Coboes City Railroad has been purchased by Robert C. 
Pruyn, President of the Albany City Railway Co. 


Dayton, O.—The White Electric and the Wayne & 
Fifth Street Car Companies have been consolidated as 
the People’s Electric Street Car Co. The capital stock 
of the White Jine is $700,000, and that of the Wayne and 
Fifth Street lines is $300,000. The consolidation includes 
about 25 miles of track, which will be equipped with 
a!l modern elecirical appliances. 


Oshkosh, Wis.—The Oshkosh City Attornev has 
been directed by the Council to take steps fcr the an- 
nulment of the franchise secured by the Central Wis- 
consin Electric Railway Co. three years ago. The com- 


pany built only three miles of road, and is now in the 
hands of a receiver. 





TRAFFIC, 





Traffic Notes. 


The Southern Railway now runs a through vestibuled 
train between Norfolk, Va., and Chattanooga, Tenn, 


Texas papers report that the Missouri. Kansas & Texas 
has contracted to carry 8,000 carloads of wheat from 
Kansas to Galveston for export. 


The York River line of steamers will begin running 
between Baltimore and Norfolk on July 1. This line is 
to run in the interest of the Southern Railway. 


Press dispatches from Galveston state that the Gal- 
veston Wharf Company is to build two new grain ele- 
vators at Galveston, one to hold 500,000 bushels and the 
other 100,000. 


The production of anthracite coal in the month of May 
was 3,125,170 tons, an increase of 111,980 tons over May, 
1895. Forthe five months ending with May the output 
was 15,584,458 tons, about 1,200,000 tons less than in 1895, 
and about the same amount more than in 1894, 


On Sunday, June 21, the electric street railroads of 
Brooklyn, N. Y., carried over 525,000 passengers. These 
lines carry a large share of the Coney Island traffic. 
The officers of some of the companies say that, when 
the cars are crowded, about 25 per cent. of the pas- 
sengers get through without paying. 


The Central Vermont has its two new freight steam- 
ers now in service between New York and New Lon- 
don. Their carrying capacity is 1,250 tons each, and the 
New York agent announces that they will make the 
trip in seven hours or less; and freight leaving New 
York at 7p. m. is advertised to reach Brattleboro, Vt., 
at 3:25 p. m. the next day. 


The Managers of the Joint Traftic Association have 
agreed to a resolution that the railroads hereafter must 
confine their advertising to regularly published stand- 
ard newspapers and periodicals, of general circulation, 
published at regular intervals. Circulars, catalogues, 
programmes of entertainments and such like publica- 
tions are given the cold shoulder. 


On the Fall River steamer last Saturday night, as it 
was about to start from New York, a drummer was ar- 
rested for trying to get passengers to have his trunks 
checked on their tickets. He had six trunks and was 
running around trving to find five individuals to check 
one trunk each. There being no law prohibiting such 
an act as this, the police magistrate let the prisoner off 
with a lecture. 


The Board of Managers of the Joint Traffic Associa- 
tion last week heard formal arguments by representa- 
tives of various roads which desire changes in the 
differentials on passenger rates, the most important 
application being that of the Pennsylvania concerning 
rates from Chicago to New York by the Panhandle 
route. The Baltimore & Ohio Southwestern wants a 
differential from St. Louis and the Erie one from Cin- 
cinnati. 


Chicago Traffic Matters. 


CHICAGO, June 24, 1896. 

The trouble over dairy rates from the Northwest to 
the East has been settled by the Soo agreeing to restore 
rates to the old basis of $1.05 on June 30. 

The Chicago-Peoria lines have made big cuts in rates 
to the Democratic State Convention in the latter city. 
The round-trip rate originally agreed to from Chicago 
was $4.25, but the Wabash and the Toledo, Peoria & 
Western were reported to have cut this rate 50 per cent., 
and the Rock Island announced an open round-trip rate 
of $2, which was met by the other interested lines. Asa 
consequence, legitimate business will suffer. 

At a meeting of the Transcontinental Passenger As— 
sociation in this city, the Canadian Pacific agreed to- 
withhold its notice of withdrawal from that organiza 
tion until the next regular meeting in July. The Cana 
dian Pacific did this on the promise of the western 
roads to use every effort to have the west-bound difter- 
ential rates of that road via Port Arthur recognized by 
the trunk lines. i 

The roads of the Central Passenger Committee have 
agreed that for all political meetings to be held from 
June until Nov. 80, a rate of one fare for the round trip 
sball be granted from all Central Passenger Committee 
points within a radius of 50 miles of the place of meet- 
ing. 

‘The executive officers of the roads of the Western 
Freight Association have agreed to give Chairman 
Midgley carte blanche in equalizing the divisions of 
traffic under the percentages already fixed. The 
authority to equalize under this agreement has been 
heretofore vested in the executive officers. 

The Chicago & Northwestern’s sleeping-car service 
between this city and St. Paul and Duluth has been 
formally turned over to the Wagner Company, and the 
limited trains have magnificent new cars throughout. 
Each train consists of two day cars, a buffet and library 
car, one 16-section sleeper, one 12-section sleeper, one 
compartment car, and a dining-car. Ihe trains are pro- 
nounced by critics to be the finest now running out of 
Chicago, which means a good deal, 

Total shipments to the Kast via lake last week amount- 
ed to 66,240 tons, of which 62,316 tons were grain. Total 
all-rail shipments, exclusive of live stock, for the week 
amounted to 61,002 tons, compared with 62,202 tons for 
the preceding week, a decrease of 1,200 tons, and 
against 52,402 tons for the corresponding week of last 
—: The proportions carried by each road were as 
follows: 


























WEEK WRK 
TO JUNK 20, TO JUNE 14, 
Roads. Ee SEN rene vee Se eee 

| Tons, Pp. Cc Tons, p.c. 
Michigan Central........ oe 5,9 9 98 6 013 9.7 
abash......._.. ait winisis “sie oe | %276 | 11.9 7.423 11.9 
Lake Shore & Mich. South.| 7,918 13.0 8,799 M42 

Pitts., Ft. Wayne & Chicago) 7,002 11.6 7,304 1k: 
Pitts.,Cin.,Chi. & St. Louis.| 5,746 9.4 6,023 9.7 
Baltimore & Ohio..........| 4,643 7.6 4.971 8.0 
Chicago & Grand Trunk....| 6,664 10.9 5,978 9.6 
New York, Chi. & St.Louis. 6.404 |° 10.5 6,053 9.7 
TIO. ccneve seeceess sees 6,741 11.1 6,810 11.0 
C., C., C. & St. Louis... 2,627 4.3 2,798 4.9 
TOtAlS....ccccscscsescececs| GEOG? | 1080.0 62,202. | 100.0 











Of the above shipments 2,855 tons were flour, 26,449 
tons grain, 11,306 tons provisions, 9,151 tons dressed 
= tons butter, 1,179 tons hides, and 5.209 tons 
umber. ; 





